

































be 


_ 


GO -—_ § 


t 








sre Ht WeCeCe UGC eUf fees, Shae fe Te 2 ee a) ert eed ret toa ote Fe 


Ole ener eG kr OEO He eoO OO EO Het een 89 Pet Bet ier eeO ke Ono eeOetO ea eeC ba eel net nokta. ed na het cee 


The Traffic World 


An independent national journal of transportation: a working tool for traffic men 
Rail —Water— Motor Vehicle—Air— Material Handling and Distribution 


——os-2--O--o-- o-oo 


VOLUME LVIII 


Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies of 
transport and jurisdiction over all of them by the same 
body or coordinated bodies. 

Realization by railroads that they must do something 
by way of operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
evonomies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 








CANCELLATION OF LAND GRANT RATES 


HE National Industrial Traffic League is to be con- 

gratulated on its action in moving aggressively for 
elimination of the so-called “land grant freight rates” 
—that is, freight rates on government shipments 
lower than the rates charged to the ordinary shipper 
in consideration of grants of land made to the rail- 
roads in the early days of their development to en- 
courage them to build into new territory. The rail- 
roads have long since more than paid, in these reduced 
rates, for what they obtained, and it is simple justice 
that they now be relieved of the burden. 

Of course, the shippers composing the League are 
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not entirely altruistic in their action, for many of them 
are confronted by unfair competition from rivals 
favorably located on land grant routes whose ship- 
ments move at rates lower than the prevailing scale. 
But that such shippers be relieved of unfair competi- 
tion is also no more than simple justice. 

The removal of this anachronism in the freight 
rate structure will not, however, be an unmixed bless- 
ing for the railroads. In the first place, they will be 
deprived of the answer they always can make now to 
charges that they were the beneficiaries of government 
gifts—that they are still paying for those gifts. Of 
course, the fact remains that they have more than paid 
for them, but that is not quite so strong a “come back” 
as that they are continuously paying. Then, also there 
will be an added argument by shippers for lower freight 
rates or against higher rates—that the railroads now 
are earning more money on traffic hauled for the gov- 
ernment. But there is no such thing, we suppose, as 
an unmixed blessing and, blessing or not, in whole or 
in part, justice and sound business practice demand 
that the government cease “chiseling’”’ on the ,rail- 
roads, especially when that “chiseling” results in dam- 
age to private business. 


There has been a good deal of nonsense about 
these land grant rates anyhow. They were not, in the 
first place, gifts to the railroads, in the real sense of 
the word. They were offered as inducements for the 
railroads to go into" places, for the sake of the devel- 
opment of the country, that they could not possibly 
otherwise have ventured to penetrate. They developed 
the country. Instead of being praised for it, they have 
been damned because they dccepted the aid offered 
and did the job. In the second place, they have more 
than repaid the obligation, if any. It is time to wipe 
the slate clean. Even the question of whether the land 
grant subsidy was sound policy is now water over the 
dam. Things are as they are and not as they might 
have been or, perhaps, ought to have been. 


ANOTHER GENERAL RATE CASE 


FTER months of fiddling, we have another gen- 
eral rate case—reopened Ex Parte No. 115. There 
will be the usual accumulation in the Commission’s 
records of facts and opinions and some time in the 
late winter or early spring it will announce its deci- 
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sion. The start now being made might just as well 
have been made months ago. The carriers have wasted 
a lot of time and effort in their moves to get before 
the Commission their proposed changes in rates, in 
view of the reopening now of the old rate proceeding. 
Under the impression that they had to obtain action 
permitting specific tariffs to be filed by the so-called 
“lifting” of outstanding rate orders, the carriers’ com- 
mittees worked long hours preparing the proposed 
changes in detail and then asked the Commission to 
“lift” the barriers to the filing of the tariffs. The Com- 
mission wanted to hear what shippers had to say about 
that and hundreds of protests were made. Up to this 
time the kind of proceeding in contemplation was one 
in which there would be in issue many suspended rates. 
The Commission decided, however, on a different 
course and reverted to the old proceeding to handle 
the issues raised by the carriers, creating, for all prac- 
tical purposes, simply a rate proceeding involving pro- 
posals to increase a large number of rates. This 
procedure could have been adopted in the first place, 
the task confronting the railroads would have been 
simplified, and the protesting shippers would have 
saved the expense of sending in their objections. 

We think there is an obligation on the part of the 
Commission, in view of what has occurred, to take 
some positive action that will clear up this situation 
with respect to outstanding rate orders. It is absurd 
to say that a carrier can not file a tariff proposing a 
change in a rate because that rate was ordered in 
effect years ago, probably under conditions no longer 
obtaining. We have not the slightest doubt, moreover, 
but that many tariffs have been filed affecting rates 
prescribed in outstanding orders and have become 
effective simply because no challenge was made. 

The Commission says it has reopened Ex Parte 
No. 115 in order to relieve carriers, shippers, and 
others who have already made extensive presentations 
in that proceeding from being required virtually to 
duplicate evidence of comparatively recent date. We 
are not impressed with this statement, so far as saving 
time is concerned, for the reason that shippers, as 
usual, will wish to have all the time they can get to 
be heard as to the carriers’ proposals. The Commis- 
sion is to be commended, however, for endeavoring to 
shorten the time the matter will be in process of hear- 
ing by permitting submission of relevant and material 
evidence in the form of sworn statements, subject to 
the right of adverse parties to require the presence of 
affiant for the purpose of cross-examination based on 
such verified statements. This is not a new departure, 
the same course having been followed in the fifteen 
per cent case of 1931. We hope the Commission will 
find other ways of expediting the proceeding. 

The outstanding fact with regard to the whole 
matter is that the Commission, months ago, could have 
reopened Ex Parte No. 115. The petitions of the rail- 
roads showed such a close relationship to that case 
that any windings in and out prior to the reopening 
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of No. 115 constituted mere movement without prog- 
ress. 
Whether the proposals now definitely set for tria] 
and disposition meet the standards of action by the 
railroads set by the Commission in its original report 
in Ex Parte No. 115 and its report on further hearing 
in that case, is a question for that body to answer. In 
the report on further hearing, 215 I. C. C. 439, the 
Commission, among other things, said: 


Applicants have presented nothing in this record to show 
whether the permanent application of the present charges to 
the traffic to which they are applied, together with the con- 
tinued exemption of various important commodities, would not 
create an unwarranted dislocation of the rate structure and 
place undue burdens upon some traffic to the advantage of 
other traffic. 

In the original report (208 I. C. C. 4) the Com- 
mission swung a blow at much of its own work by 
saying: 

It must be evident that a railroad rate structure which 
was well adapted to the conditions of 15 or 20 years ago is not 
necessarily well adapted to the conditions which prevail today, 
and the same is true of railroad equipment, service and operat- 
ing methods. 

The blow was at much of its own work, because 
it had itself revised the rate structure that existed 15 
or 20 years ago in great class and commodity rate 
cases. Continuing the thought hereinabove set forth 
the Commission said: 


There is reason to believe that ways and means can be 
found of combining improved equipment and service with re- 
duced costs. In this process of gradual change, it is equally 
desirable to subject the rate structure to the most detailed 
analysis for the purpose of discovering where it now impels 
or impedes traffic, where reductions can be made which will, 
by their effect on traffic, increase aggregate revenues and where 
increases are possible which industry and traffic can bear with- 
out harm. We know of nothing more important to the railroads 
than such intensive studies. We hope that, through their new 
Association of American Railroads, the railroads may be able 
vigorously to engage in these analyses of existing conditions, 
and believe that such efforts hold forth much more promise of 
beneficial results than could be obtained from a permanent 
increase of freight rates. 


Without doubt, the railroads, when they asked 
the Commission to set aside orders in nearly 1,000 
cases, believed it intended them to do that. Though it 
is not clearly shown, railroad lawyers appear to believe 
that the only way to get rid of a Commission order 
requiring the maintenance of a rate or rates prescribed 
or approved in a case is to file a petition first for a 
setting aside thereof and then for the filing of tariffs. 


Another and, we believe, a better view of the statu- 
tory requirement that rates be maintained until the 
further order of the Commission is that it does not 
repeal section 6 of the interstate commerce act. That 
section requires carriers to file their rates. It was en- 
acted before that part of the law authorizing the Com- 
mission to suspend rates. 

A common sense view of the matter would be 
that rates are to be maintained until further order and 
that suspension of a rate proposed that would be in 
disagreement of an ordered rate would be denial of 
(Continued on page 1044) 
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Current Topics in 
Washington 





Almost on the heels of the pounds of 
paper used in the application of Greyhound 
system lines for authority to merge them- 
selves, followed a thing of brevity and 
beauty—Finance No. 11433, application of 
the Quakertown and Bethlehem Railroad 
Company for authority to abandon its entire line. (See Traffic 
World, Nov. 21.) True, the Quakertown and Bethlehem is 
only thirteen miles long, while there are about a score of 
Greyhound system lines that desire to simplify things by reduc- 
ing the number of separate corporations. 

The Quakertown and Bethlehem application is written on 
one sheet of letter paper. Aside from the address and signa- 
ture it consists of eighteen lines, one of which says the cor- 
poration never had a map showing its location on the face 
of the earth. Therefore, it did not comply with one of the 
Commission’s requirements, which is to send along a map. 
Just what catastrophe will follow that failure cannot be pre- 
dicted. Antares may be forced to do a bit of wobbling in 
its orbit, if that far-away shiner has an orbit. 

It is suspected that the Quakertown and Bethlehem has 
been affected by the thrift of the so-called Pennsylvania Dutch, 
who never predominantly were Hollanders and, therefore, Dutch 
in the meaning many Americans and nearly all Englishmen 
attach to that word. The finger of scorn of persons may be 
pointed at the thrifty of the land in these days but, if there is 
such pointing, it has not influenced the men in control of the 
destinies of the Quakertown and Bethlehem. They want to 
give up their railroad because it cannot earn its keep. And 
they can make their request on one sheet of letter size, simply 
and without measurable expense. 


Here Isa 
Model Finance 
Application 





It may be, as suggested a few days 
after the election, that an era of good 
feeling is about to descend on the coun- 
try. The thought, seemingly, orig- 
inated near the White House. No 
matter, however, where it originated 
or why, echo of the thought was found among the business 
leaders constituting the board of directors of the Chamber of 
Commerce of the United States at their recent meeting. Opti- 
mistic reviewers of public affairs have an idea that manifesta- 
tions of better relations between the political and business 
leaders may be expected from now on. é 

“I’m like the stockman who was all tuckered out trying 
to turn a stampede of his cattle,” said the president of a Wash- 
ington bank, who, while he is not a leader in the national 
chamber of commerce, may be regarded as a leader. 

“Well dad-blame ’em, if I can’t turn ’em, I can go with 
‘em,” the cattleman said. That may be one thought among 
business men. 

As to why there is this getting together, there is no agree- 
ment among the speculators. A thing that rings well in the 
ears of anyone who has studied American ways to good effect 
is that few men who become leaders among Americans have 
ever become extremists. Exceptions are to be found among 
the men who permitted the war between the sections to come 
about and those who set in train the things that are Jumped 
together as “reconstruction,” producing Claude Bowers’ “tragic 
era.” 

While Jefferson and many of his followers tongue-lashed 
the Supreme Court and legislation for more than a year prac- 
tically suspended it, the extremism of language was not fol- 
lowed by extremism in permanent action. While many of 
Jefferson’s followers had bitterly opposed ratification of the 
Constitution, no effort, at least no serious effort, if any, was 
put forth to change it. It took more than sixty years to bring 
into evil flower the theory of the Kentucky resolutions of 1798, 
propounded by Jefferson, that state governments had the right 
to “expound the Constitution” of the United States, meaning 
repeal of acts of Congress, as South Carolina threatened while 
Jackson was in the White House. Possibly the flowering of 


White House and 
Business Leaders 
Peacefully Inclined 


secession would never have come had President Buchanan been 
as forceful as President Jackson. 


Few, however, think so. 
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An era of good feeling may be grounded on the idea that 
much, if not all, the good of NRA may be attained under the 
federal trade law. President Roosevelt, soon after the Schech- 
ter case decision, however, did not think so. But hostile or 
indifferent legislatures in twenty states suggest the futility of 
trying for a constitutional amendment enabling the national 
government to control prices, wages and hours of work. An 
era of good feeling, however, would make possible a trial for 
self-regulation of industry under the federal trade act, it 
might be suggested. 


Wages and hours of work controlled by state legislatures, 
if gone about in a proper way, is suggested by the fact that 
the Ohio legislature has been able to enact a minimum wage 
law that successfully has passed the scrutiny of the courts 
where it was tested. 


One of the troubles of reformers is that they are not pa- 
tient. They are so constituted that, in many instances, they 
seem to invite invalidating decisions by the courts by their 
unwillingness to take what they can get under the Constitu- 
tion as it stands. The fact that New York and District of 
Columbia minimum wage laws have fallen under judicial con- 
demnation does not mean, to all lawyers, condemnation of all 
such statutes. Ohio statute-writers have been able so to phrase 
an enactment as to satisfy the courts. And that is a big step 
toward what is believed to be nearest to the heart of the 
Roosevelt administration. Supported as it was by organized 
labor, the practical members of it may, it has been suggested, 
think it better to prepare careful statutory enactments, ones 
that will not go counter to the federal constitution or state 
constitutions, than to undertake to bull through crudely drawn 
enactments and thus lay the foundation for a fight about the 
Constitution or the Supreme Court. 





Celebration of the hundredth anni- 
versary of the establishment of the 
Patent Office, November 23, 1836, em- 
phasized the fact that there has never 
been a great invention that has been the 
work of one man. Nor is there a great 
invention—that is, one that works—that was not preceded by 
another much like it. 

Greatness is attained by commercial success. An invention 
that does not work so that people are willing to pay money 
for it more than once, it might be suggested, is not great. 
Half a dozen steamboats, probably, preceded the Claremont, 
including one on the Seine, as far back, memory says, as 1685. 
A Frenchman beat Howe in the making of a sewing machine. 
Morse’s electric telegraph had at least one predecessor. 

But the predecessor machines did not work in the sense 
of returning money paid for them. Perhaps the market was 
not right; that is, the man who saw the so-called scissors 
reaper that preceded that of McCormick, could not see how 
it would return him his investment. More than likely it was 
not a money saver but a money waster. 

Diamonds can be made, but they cost more than those 
that come from South Africa. Laboratory things are interest- 
ing but, until someone puts on the touch that makes a thing 
work for the making of money, it is new and useless. 

The United Stgtes patent law and Patent Office are based 
on Me theory that the thing given registration is new and 
useful. 

Notwithstanding the hard scrutiny to which inventions are 
subjected by the Patent Office, most inventions on which pat- 
ents are granted turn out to be new and useless. But, in many 
instances, years after an original patent has run out, along 
comes a man with the spark of genius that makes the idea 
work. Then and then only is the invention great. 


Invention Not 
a Full Blown 
Thing of One Man 





Approval by the Commission, to the 
extent of finding the proposal justified, of 
the joint Chicago Great Western-Keeshin 
motor-rail-motor rates, as more than one 
traffic man sees it, paves the way for inte- 
gration of the motor vehicle and the rail- 
road more than any prior move. What it will do to rail rates 
is anybody’s guess. 

One thought is that it will intensify competition between 
the railroads that have carloading or car forwarding adjuncts 
and those not so equipped. Months ago, the Baltimore and 
Ohio made an arrangement with the Keeshin interests for the 
establishment of motor-rail-motor service. It has been held up 
pending disposition of the C. G. W.-Keeshin proposal that has 
now been found justified. That tentative arrangement, it is 
taken for granted, will be converted into actuality. Conver- 
sion, according to reports, may result in one of the railroads 
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having a car forwarding adjunct switching traffic from the 
Baltimore and Ohio. 

Another possible effect may be a narrowing of the spread 
between the car forwarding and the motor-rail-motor rates— 
all of which may reasonably be expected to have some effect 
on the less-than-carload rates carrying the pick-up and de- 
livery privilege. The thought is that, naturally, all the less- 
than-carload rates, charges, and privileges will act and react 
on each other without much delay. Less-than-carload shippers 
have not, for a long time, received as much attention as is 
being bestowed on them now. Nor was their prospect of at- 
tention so bright in the recent past as it is now. 





Scientists of the Department of Agri- 
culture, according to an announcement by 
that branch of the government, have con- 
ducted tests enough to reach the conclu- 
sion that beets and carrots, precooled be- 
fore shipment, reach the market in much 
better condition than if not precooled. D. F. Fisher, scientist 
in the Bureau of Plant Industry, points out that it is possible 
for a carload of bunch beets or carrots from Texas or Cali- 
fornia to be so steaming hot at destination that it is almost 
unbearable to touch the produce with the bare hand. This 
heat, he explains, is the result of respiration of the plants after 
they have been harvested. Precooling not only tends to retard 
the multiplication of bacteria and other things that cause spoil- 
age, but it also slows down the life processes that continue after 
harvesting of the beets and carrots. 

Respiration results in heat. After a good job of precooling, 
says the Department of Agriculture announcement, the produce 
will not heat itself much and the transit refrigeration does not 
need to do much more than overcome the heat that enters 
through the walls, roof, and floor of the car.—A. E. H. 


Precooling 
Indicated for 
Root Vegetables 





ANOTHER GENERAL RATE CASE 
(Continued from page 1042) 

permission to change the ordered rate. If the carriers 
had filed their tariffs the Commission could have done 
no more than suspend them. In that way it would have 
indicated that it was opposed to setting aside its orders. 
Then there would have been a suspension proceeding. 
It could have been created months ago. Testimony 
could be in hand now and a decision before the end of 
December would not have to be regarded as impossible. 
There has been too much dawdling. 


TRANSPORT LEGISLATION 


The Traffic World Washington Bureau 


Chairman Wheeler, of the Senate interstate commerce 
committee, said November 25 that he would not reintroduce 
his railroad government ownership bill at the coming session 
of Congress. Pressed for reasons as to why he had decided 
against reintroducing the bill, he merely let his statement 
stand that he would not reintroduce it. The measure in ques- 
tion is the one that was prepared for the Senator by the Fed- 
eral Coordinator of Transportation and his counsel. 

The inference was drawn from Senator Wheeler’s state- 
ment that, so far as he was concerned, the issue raised by the 
bill would not be pressed at the coming session. 

Inquiry was made of the senator as to whether he would 
reintroduce the bill in the course of an interview going over 
legislation involving transportation that might come up at the 
next session. 

Chairman Wheeler said, in answer to a question as to 
whether he would introduce a six-hour day bill for railroad 
employes, that he did not know. Leaders of organized railroad 
labor have announced that passage of a six-hour day bill will 
be their major objective at the coming session. 

Asked whether he would reintroduce the Eastman bill pro- 
viding for Commission regulation of water carriers, the senator 
also replied that he did not know. 

Senator Wheeler indicated that, so far as he was concerned, 
there would be no change in the status of the Pettengill bill 
amending the fourth section of the interstate commerce act, 
the reference being to the fact that the bill, which was passed 
by the House at the last session, did not get out of his commit- 
tee before Congress adjourned. It is expected the bill will be 
reintroduced. 


His attention directed to the action of the National Indus- 
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trial Traffic League protesting against use of Commission em- 
ployes in the investigation of railroads being conducted by his 
committee, Senator Wheeler said provision for such use was 
not in the resolution providing for the investigation as intro- 
duced by him but that the committee on audit and control the 
contingent expenses of the Senate had inserted the provision. 
He said he did not object, however, to the use of experienced 
men on the staff of the Commission for the work that was 
being done by them and further that much of the work was of 
a character that the Commission should have performed itself. 

Death of O. P. Van Sweringen would not affect the com- 
mittee’s investigation of railroads with respect to the Van 
Sweringen railroad affairs, said Chairman Wheeler. Public 
hearings in the investigation would be begun shortly, said he. 
Investigation of the Van Sweringen group of railroads has 
constituted one of the principal activities of the committee’s 
investigators. Senator Wheeler said his son, John Wheeler, 
an attorney, would assist the committee in connection with 
the hearings. The investigation has been carried on under the 
direct supervision of Max Lowenthal. 

Legislative proposals which, it believes, would seriously 
interfere with responsibilities of railroad management, have 
been reviewed for the board of directors of the Chamber 
of Commerce of the United States by the chamber’s committee 
on transportation and communication. As to the committee's 
review an announcement by the chamber says: 


These measures, the committee pointed out, would add some $900,- 
000,000 to the annual cost of railroad operation. The most important 
of the measures, as seen by the committee, and their estimated annual 
cost under conditions of normal traffic are as follows: 

Six-hour day bill, $600,000,000; train-length limit bill, $200,000,000; 
full crew bill, $100,000,000. The total would exceed the greatest pre- 
depression net income of the railroads. Several other proposals would 
further increase operating costs. 

Railroad labor claims that the six-hour day is needed primarily to 
increase employment. Railroad management holds that it would have 


little if any effect on employment but would mainly increase wages of 
existing employes. 


Lack of need for limiting train lengths as a safety measure is 
pointed out together with the increase in hazards that would result 
from multiplying the number of trains at passing points and grade 
crossings. The economic disadvantages of shorter trains, losing much 
of the value of modern powerful locomotives, is shown. 

With respect to the full crew bill the report points out that safety 
and economy can be better secured by having each crew adjusted ac- 


cording to its duties than by having their numbers inflexibly fixed by 
law. 


The chamber’s board of directors authorized distribution 
to the membership of three pamphlets on the motor carrier 
act, the railroad labor bills and the uniform vehicle code. ‘The 
pamphlets are informative in character and will be available for 
wider distribution on request. 


DANGER OF GOVERNMENT OWNERSHIP 


Editor, The Traffic World: 

When a member of the Interstate Commerce Commission 
in a public address proposes a federal department of transpor- 
tation and suggests that “the (railway) industry should be 
organized much like the United States,’ government control 
and operation, if not government ownership, of the railroads 
is definitely in the offing. 

Those who remember the wretched job done by the fed- 
eral government in running the railroad industry during the 
war know there can be no greater threat to an efficient trans- 
portation system than this proposal of Commissioner Eastman. 
When that proposal calls forth such editorial expression as 
appeared in the Chicago Herald and Examiner in the issue of 
November 19, under the headline, “RAIL WASTE A DRAG 
ON THE NATION,” it is time that those who are opposed to 
government operation of the railroads did something about it. 

I would like to offer the suggestion through your columns 
that the railroads would be rendering a distinct public service 
if every railroad solicitor would canvass all concerns upon 
whom they call to secure written expressions of opinions about 
government ownership or operation of the railroads, and then 
clear the resulting communications through some central 
agency—The Traffic World, for instance-——so that there may be 
ready for Congress at its next session a definite statement of 
position on this question by those primarily interested. 

L. E. WHITNEY, Traffic Counsel. 

Chicago, Ill., Sept. 20, 1936. 


S. |. REORGANIZATION 


J. S. Farlee & Co., Inc., has asked permission and author- 
ization in Finance No. 10131, Spokane International Railway Co. 
reorganization, to solicit proxies from bondholders of Coeur 
D’Alene and Pend d’Oreille Railway Co., and for leave to inter- 
vene. 
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Decisions of Interstate Commerce Commission 





KEESHIN-C. G. W. RATES 


ITH Chairman Mahaffie, Commissioners Porter and Mc- 

Manamy dissenting, the Commission, in I. and S. No. 4210, 
motor-rail-motor traffic in east and mid-west, in a report writ- 
ten by Commissioner Splawn, has found justified the proposed 
joint motor-rail-motor rates, filed by the Chicago Great West- 
ern and other railroads and the Keeshin Motor Express Co., 
Inc., and other motor common carriers, and ordered the sus- 
pension vacated. It has, however, continued its own investiga- 
tion of such rates. 

This report also covers I. and S. No. 4219, motor-rail-motor 
traffic in east and mid-west (2) and fourth section application 
No. 16333. 

Fourth section relief has been granted to the Chicago Great 
Western in connection with the rates in question in fourth sec- 
tion order No. 12583. 

In a dissent Commissioner Porter said that in his opinion 
the arrangement, which, in essence, is between the Chicago 
Great Western and the Keeshin interests, was not in the public 
interest and would be in violation of sections 1, 2, 3, 4, 6, 7, 20 
and 216 (c) and (d) of the interstate commerce act. Com- 
missioner Splawn, writing the views of the majority, treated 
the case as related to Trucks On Flat Cars Between Chicago 
and Twin Cities, 216 I. C. C. 435, in which the Commission 
allowed the Chicago Great Western and the Keeshin truck 
interest to establish flatcar-trailer service between Chicago and 
the Twin Cities. Commissioner Splawn referred to that case 
as the “related proceeding.” He said the Chicago Great West- 
ern represented that it was willing to negotiate with other 
common carriers by motor vehicle looking to the consumma- 
tion of similar arrangements. He said it also represented that 
it wished to withdraw the tariff approved in the related pro- 
ceeding if the tariff suspended in this proceeding was found 
justified. Commissoiner Splawn, however, said that whether 
or not that tariff could or should be withdrawn was not in 
issue here. 


By the tariff under suspension the Keeshin Company, the 
Chicago Great Western, Clinton, Davenport & Muscatine, and 
other motor carriers, propose motor-rail-motor joint rates of 
the same amount as the respondent motor carriers for highway 
transportation in the territory east of a line drawn through 
Kansas City, Omaha, Des Moines, Minneapolis, St. Paul, and 
on and north of a line through Kansas City, St. Louis, Louis- 
ville, Cincinnati, Columbus, Akron, Pittsburgh, Philadelphia 
and New York, including also Washington, Baltimore and points 
on Long Island. In describing the proposed rates and service, 
Commissioner Splawn in part said: 


The proposed rates * * * would apply on class and commodity 
traffic generally, when loaded in trucks, trailers, or semi-trailers owned 
by the motor carrier, which originates and delivers the traffic. The 
vehicles used are generally semi-trailers * * * each of which is attached 
to a motor tractor when it is drawn over the highway. The railroad 
would act only as an intermediate carrier, transporting the trailers 
on flat cars from and to the interchange points with the motor carrier. 

All of the points named in the tariff are on routes of the motor 
carrier which were operated prior to October 15, 1935. The proposed 
points of interchange are Chicago, St. Paul, Marshalltown, Ia., and 
Des Moines, on the Great Western, and Davenport, Ia., on the Clin- 
ton, Davenport & Muscatine. Facilities for interchange, later described, 
have been provided only at Chicago and St. Paul. Council Bluffs, Ia., 
is being considered by respondents as an additional point of inter- 
change in the event the suspended tariff is approved. 


If the proposed tariff becomes effective respondents would under- 
take to perform a joint motor-rail-motor service, and upon request 
of a shipper they would be obligated to furnish such service. 


In Trucks on Flat Cars Between Chicago and Twin Cities, 216 
I. C. C. 435, hereinafter referred to as the related proceeding, we 
found justified proposed rules and charges by the Great Western for 
transportation on flat cars of loaded and returned-empty trucks, trail- 
ers, and semi-trailers between Chicago, on the one hand, and the 
Twin Cities and Minnesota Transfer, Minn., on the other. The tariff 
there approved, which became effective July 7, 1936, was filed prior 
to the date on which the provisions of the motor carrier act relat- 
ing to the filing of tariffs became effective. It covers a strictly all-rail 
service open to anyone tendering loaded or empty vehicles, including 
common carriers, and performed under a railroad bill of lading. 

The tariff under investigation contains what are designated as 
joint rates, such as may be established pursuant to the provisions of 
section 216(c) of the motor carrier act. They are said to meet the 
objections of certain shipper protestants in the related proceeding who 








feared that the tariff therein approved would be used by contract 
haulers or private haulers to the detriment of the established ware- 
housing, distributing and jobbing interests at the Twin Cities. These 
parties favor the proposed rates. That part of the through trans- 
portation service which the rail carrier would perform under those 
rates on traffic interchanged at Chicago and the Twin Cities is identical 
with that which it. now performs under the all-rail rates for the move- 
ment of loaded trailers between those points approved in the related 
proceedings. But under the proposed joint arrangement the motor 
carrier originating the shipments would issue a through bill of lading 
for transportation at a specified rate per 100 pounds. The status of 
the rail carrier in that arrangement would be that of a connecting 
common carrier participating under joint rates in the through move- 
ment. 

The Great Western represents that it is willing to negotiate with 
other common carriers by motor vehicle looking to the consummation 
of similar arrangements. It also represents that it wishes to with- 
draw the tariff approved in the related proceeding if the suspended 
tariff is found justified. Whether or not this tariff can or should be 
withdrawn is not in issue here. 

The proposed service. The service performed by the motor car- 
rier under the suspended tariffs would be the same in every respect 
as that which it performs under its all-highway tariff, with the ex- 
ceptions that (1) it would not haul the trailers between the points of 
interchange, and (2) it would move them between the railroad yards 
and its freight stations at those points, as hereinafter described. 
At Chicago, for example, it picks up package freight offered for ship- 
ment by the use of gathering trucks operating over city streets and 
in the surrounding areas. These shipments and others moving from 
other points to Chicago by motor truck are assembled at its Chicago 
freight station for sorting and loading into the trailers. These trail- 
ers weight about 7,500 pounds each and have a capacity of about 
20,000°pounds. After a trailer is loaded, weighed, sealed and locked 
it would be taken by the motor tractor of the motor carrier to the 
railroad yard at the point of interchange, backed up a ramp and 
loaded on a flat car of the railroad. 

The equipment used by the railroad consists of wooden platform- 
type flat cars. The Great Western owns 89 such cars but is con- 
sidering the purchase of some longer cars for handling this traffic. 
The cars are equipped with longitudinal rails, chains, and turnbuckles 
for securing the vehicles. These devices cost about $225 per car. 
The method of using them is patented, and on four cars thus fitted 
in 1935 the Great Western paid an annual royalty of $25 per car. 
Under a tentative agreement for the future it would make a single 
payment of $10 per car in lieu of annual payments. 

The ramps, which will mot exceed four in number at the larger 
terminals, are constructed and maintained by the railroad. Those 
now in use cost $460 each, but others now being built are more sub- 
stantial and will cost about $990 each. 


The method of handling the trailers by the rail carrier is the 
same as that described in the related proceeding. The employes 
of the railroad do not load or unload them to or from the cars. They 
do, however, inspect equipment and lading and affix the retaining 
devices used to anchor the trailers to insure safety in transportation. 
Shipments loaded in the trailer and destined to the Twin Cities and 
beyond would move by rail to St Paul, where the motor carrier would 
unload the trailer from the flat car, take it to its freight station, 
and unload and distribute the shipments. The movement over the 
highway to and from,the interchange points would be over the estab- 
lished route of the motor carrier. 


The arrangement substitutes an intermediate service by rail 
carrier for the service over the highway between points of inter- 
change at which the motor carrier surrenders and again receives 
the lading. 


Through routes. The principa] lines of the Great Western system 
form parts of the through routes in the proposed arrangement. 
These lines include the main line from Chicago extending westward 
through northern Illinois and Iowa to Oelwein, Ia., thence northward to 
the Twin Cities, 435 miles, and its line extending from Oelwein south- 
westward through Marshalltown to Des Moines. The distance from 
Chicago to Marshalltown and Des Moines are 319 and 378 miles, re- 
spectively. As the service under all of the rates includes a rail 
movement between the interchange points, the hauls of the Great 
Western under the joint rates would range from 319 miles to 435 miles. 

The motor carrier also has reasonably direct highway routes be- 
tween the interchange points, but for the most part they do not 
parallel closely the lines of the Great Western. For example, it has 
two highway routes from Chicago to St. Paul, one through Milwaukee, 
Wis., and another through Madison, Wis.; also two routes to Madison, 
one via Rockford, Ill., and the other via Darien and Whitewater, Wis. 
The customary route, Chicago to St. Paul, is via Madison. It has an 
extensive network of routes in western Wisconsin, in northern and 
western Illinois, and eastern Iowa; routes extending westward from 
Quincy, Ill., and Des Moines to the Missouri River cities; and numer- 
ous routes extending southward from Chicago and eastward from 
that city to the north Atlantic seaboard. 

Through routes are proposed between the following representative 
points and the interchange points through which they operate are 
shown in italics. Chicago and St. Paul: Between (1) New York, Phila- 
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delphia, Pittsburgh, Detroit and Bay City, Mich., Louisville, St. Louis, 
Quincy, Peoria and DeKalb, Ill., and Waukegan, IIl., on the one hand, 
and (2) Minneapolis and Menomonie and Eau Claire, Wis., on the 
other hand. Chicago and Des Moines or Marshalltown: Between (3) 
points named in group 1 (except St. Louis, Quincy and Peoria) on the 
one hand, and (4) Omaha, Kansas City, and Ames, Newton, and 
Mason City, Ia., on the other hand. 

From the foregoing it will be observed that the routes generally 
are reasonably direct and coincide with or extend in the same general 
direction as the existing through routes of the motor carrier. No 
through routes, for example, are provided between the Twin Cities 
and Iowa points. Although the railroad has direct routes from and to 
these points, the motor carrier has no routes between the same points 
except via Rockford or Chicago. 


The joint motor-rail-motor first class rate between Chicago 
and the Twin Cities would be 100 cents; by all-rail it is 126 
cents, and by the forwarding companies, 106 cents. 

Western trunk line railroads, the only protestants offer- 
ing testimony according to the report, were apprehensive of 
the effect the proposed rates would have on the all-rail rate 
structure. They feared that they would be called on to meet 
the competition by offering similar service at competitive rates 
or by making reductions in their all-rail rates, or failing to do 
so, suffer substantial losses of traffic. 

Divisions of the rates to the rail carriers, the report said, 


would be compensatory. In disposing of the case Commissioner 
Splawn said: 


The record upon which we base our conclusions on the various 
issues considered herein is not as definite or complete as is desirable. 
To a large extent this is necessarily so because of the novel character 
of the proposed rates and service and the lack of experience there- 
with. The service appears to have advantages for both carriers and 
shippers, particularly with respect to those situations in which the part 
of the service to be rendered by the motor carrier is that for which 
it is peculiarly fitted and to the extent that the plan affords the rail 
carrier an opportunity to participate in traffic which would otherwise 
move by highway. The evidence at hand indicates with reasonable 


probability that most of the service under the proposed arrangement 
would be of that character. 


While it is our duty to determine whether or not the rates and 
charges for the proposed service would be unlawful, we may not 
withhold our approval of the arrangement because the pattern for 
the proposed rates is the existing adjustment maintained by the 
respondent motor carriers instead of the all-rail adjustment. Nor may 
we condemn the plan of joint operation merely because it differs in 
some essential respects from existing methods of transportation or 
because experience may demonstrate that certain phases of that opera- 
tion are not profitable. However, nothing herein shall be construed 


as approving the operation of respondent motor carriers over the 
routes herein involved. 


We find that the proposed rates have not been shown to be unlaw- 


ful in violation of any provision of the Interstate Commerce Act. Our 
order of suspension will be vacated. 


By reason of the limited experience under the proposed or any 
similar arrangement at the time of the hearing, and by reason of 
the controlling importance which respondents have attached to the 
all-highway rates in determining the maximum level of the proposed 
rates, we find it necessary to continue on our own motion our investi- 
gation of the joint rates, regulations and practices of these respondents. 


ALBANY PORT ADJUSTMENT 


Based on findings of unreasonableness and undue prejudice 
the Commission, in No. 26860, Albany Port District Commission 
vs. Ahnapee & Western et al., has ordered the railroads to put 
the port of Albany, N. Y., on an equality with Philadelphia 
subject to Albany’s domestic rates as maxima, on import, ex- 
port, coastwise and intercoastal traffic, between Albany and 
points in central, western trunk line and a part of trunk line 
territory. New rates are to be established not later than Feb- 
ruary 27. 

Failure of the New York Central System line to absorb 
wharfage and handling charges at Albany to the same extent 
that they contemporaneously absorb such charges at Boston, 
has been found not unreasonable but unduly prejudicial to 
Albany, and unduly preferential of Boston. Removal of the 
undue prejudice and preference has been ordered. 

Failure of the railroads to accord free storage of freight in 
cars at Albany, the Commission has found not to result in 
undue prejudice or preference. It has found no violation of 
section 2 of the interstate commerce act. Violation of section 
4 alleged in the complaint, the Commission said, would be 
removed by the application of the rates herein prescribed. This 
complaint was filed after the Hudson River was improved 
under acts of Congress following the adoption by Congress of 
a resolution to investigate the propriety and need of improving 
the Hudson River to Albany. Deepening and widening of the 
river was completed August 23, 1934, at a cost of $5,683,932. 
The New York state legislature nine years before that time had 
created the Albany port district under the management of the 
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state agency that filed this complaint. The widening and the 
deepening of the river were undertaken with a view to restoring 
Albany as a port of a relative importance equal to that held by 
the New York capitol in 1843, eighteen years after the opening 
of the Erie Canal when there were registered at Albany 372 
sloops measuring 19,533 tons burden and 215 schooners measur- 
ing 13,781 tons burden, but, according to the Commission’s re- 
port, the sloops and schooners were gradually superseded by 
steamships and by iron or steel hull vessels whose greater draft 
would not permit navigation of the Hudson River, and Albany’s 
ocean commerce was almost wholly diverted to other ports. 

As a substitute for the rates alleged to be unreasonable and 
unduly to prefer other north Atlantic ports the Albany com- 
mission presented a scheme of differential rates to and from 
groups in central territory, western trunk line territory and a 
part of trunk line territory, not exactly like the rates used by 
the railroads in their north Atlantic port adjustment to and 
from harbors other than Albany. An examiner’s proposed re- 
port recommended an adjustment differing somewhat from that 
proposed by Albany. The Commission in its report ordered an 
adjustment on a pattern differing from that of the examiner 
who heard the case. In disposing of the case the Commission 
made findings as follows: 


1. That the rate assailed applying all-rail to and from the Port 
of Albany on import, export, coastwise and intercoastal traffic for 
the future will be unjust and unreasonable to the extent that they 
shall exceed the bases set forth in paragraphs (a) to (e) below. 
The trunk-line groups referred to are as described in the report and 
in Appendix C. 

(a) Class rates to and from points in central territory, western 
trunk-line territory, and in the Erie-Dunkirk, northwestern Pennsy]l- 
vania, and Pittsburgh-Wheeling groups of trunk-line territory made 
the same in amount as the concurrent rates on like traffic between 
Philadelphia and the same points. 

(b) Class rates to and from the Niagara Frontier and Niagara 
intermediate groups made differentially 3 cents on all classes under 
the concurrent rates on like traffic between New York and the same 
points. 

(c) Class rates to and from the Arcade-Salamanca group made 
differentially 2 cents on all classes under the concurrent rates on 
like traffic between New York and the same points. 

(d) All of the bases provided in paragraphs (a) to (d), inclusive, 
are to be subject to the corresponding domestic rates to and from 
Albany as maxima. 

(e) In all cases where commodity rates applying on import, ex- 
port, coastwise or intercoastal traffic are maintained between the 
ports of New York, Philadelphia and Baltimore, on the one hand, and 
points in the above territories or groups, on the other, commodity 
rates made on the same bases as above provided for the corresponding 
class rates shall be established on like traffic between Albany and 
the same points. 

2. That the assailed rates for the future will be unduly prejudicial 
to the port of Albany and unduly preferential of the other north 
Atlantic ports named in the report to the extent that the rates to 
and from the port of Albany bear a relation to the concurrent port 
rates to and from the ports of Baltimore, Philadelphia, and New 
York less favorable to the port of Albany than do the rates herein 
prescribed as reasonable maxima. 

3. That the failure of the New York Central System Lines to 
absorb the wharfage and handling charges at the port of Albany to 
the same extent that they contemporaneously absorb such charges at 
the port of Boston is not unreasonable but results in undue prejudice 
to the port of Albany and undue preference of the port of Boston. 

4. That the failure of defendants to accord free storage in cars 
to export, import, coastwise, or intercoastal traffic at the port of 
Albany is not shown to be unduly prejudicial. 


Concurring in part, Commissioner Porter said he was in 
accord with the results reached in this report. He was unable, 
he said, to agree with the majority that the Commission could 
make in this case an effective order under section 3. Neither, 
he added, did he think the Commission should attempt it. 

“Both this Commission and the courts,” said Commissioner 
Porter, “have many times squarely passed on situations similar 
to those in the present case.” 

The New York Central, he said, was not the rate making 
line either to Philadelphia or to Baltimore and it could not control 
the rates to these ports, nor could the carriers operating over 
the direct rate-making routes to Philadelphia or Baltimore con- 
trol the rates from Buffalo to Albany. He also cited Texas & 
Pacific Railway Co. vs. United States, 289 U. S. 627, to show 
what was the law controlling the Commission. 

“It is a serious mistake,” added Mr. Porter, “to attempt to 
reach a situation by powers which the Supreme Court has told 
us we do not possess. Particularly is this true when the same 
court has distinctly held in somewhat similar circumstances, 
that we can afford full relief under section 1. There is abun- 
dant authority for this under the doctrine announced by the 
Supreme Court in Virginian Railway Co. vs. United States, 272 
U. S. 658.” 

Chairman Mahaffie, dissenting in part, agreed with the con- 
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clusion that the rates were unreasonable and unduly prejudicial. 
He disagreed with the measure of the rates prescribed for the 
Under the plan adopted by the Commission as a sub- 
stitute for that proposed by the examiner, Chairman Mahaffie 
said that Albany was to have the Philadelphia basis resulting 
in differentials of one cent over Baltimore, and two cents under 
New York, except where its domestic rates were lower. That 
exception, he added, would apply at almost every port in the 
northern part of central territory and that thus the objective of 
uniform differentials would not be attained. Commissioner 
Miller joined in the chairman’s dissent. 


COMMISSION REPORTS 


Import Rates 


Fourth section application No. 16284, export and import 
rates, central territory, embracing also Nos. 16350 and 16393. By 
division 2. Missouri-Kansas-Texas and others authorized, in 
fourth section order No. 12572, to establish and maintain export 
and import class and commodity rates between points in central 
and western trunk line territories on the one hand and, on the 
other, the Gulf, Florida and south Atlantic ports, without ob- 
serving the long-and-short-haul part of section 4, the lowest 
that may be constructed over any line or route on the bases 
set forth in their application. The authority is subject to the 
provision that rates to and from higher-rated intermediate 
points in territory B as defined in Export and Import Rates, 
169 I. C. C. 13, shall not exceed rates constructed on the same 
basis at more distant points in that territory; and that rates 
to and from other higher-rated intermediate points shall not 
be increased except as authorized by the Commission. The 
relief is also subject to the proviso that it shall not apply to 
rates over any route which yields earnings for the distance 
over such route of less than 5 mills a ton-mile where the car- 
load minimum weight is 40,000 pounds or more, and 10 cents 
a car-mile where the carload minimum weight is less than 
40,000 pounds. 


Fire Brick, Etc. 


Fourth section application No. 16322, fire brick from Au- 
gusta, Ga. By division 2. Parties to Pope’s I. C. C. No. A-730 
authorized in fourth section order No. 12573 to establish and 
maintain rates, fire brick, fire clay, and high temperature 
cement, in straight or mixed carloads, from Augusta, Ga., to 
points in Virginia without observing the long-and-short-haul 
part of section 4 of the interstate commerce act, on a 60,000 
pound minimum on the basis of the distance scale prescribed 
in West Virginia Brick Co. vs. C. & O., 186 I. C. C. 485, and 
subject to the 50 per cent*circuity limitation. 


Lumber 


No. 12887, National Veneer & Panel Manufacturers’ Asso- 
ciation et al. vs. A. & R. et al. By the Commission. Second 
supplemental report. Finding in the original report, 81 I. C. C. 
227, with respect to undue prejudice resulting from the differ- 
ences in rates on veneers and built-up wood, and rates on 
lumber, modified to permit the publication of reduced trans- 
continental rate eastbound on lumber without corresponding 
reductions in the rates on veneers and built-up wood. This 
modification was requested so that a reduced rate of 78 cents 
established on transcontinental lumber to destinations in official 
territory, to meet Panama Canal competition, might be main- 
tained without corresponding reductions on veneer and built- 
up wood. The 78 cents rate was originally 72 cents. It was 
found justified by the Commission in Lumber from Pacific 
Coast to Eastern Points, 210 I. C. C. 317, and became effective 
August 24, 1935. That rate was put in as a temporary expe- 
dient and later raised to 78 cents, the higher rate becoming 
effective July 1, 1936. 

Cattle 


No. 27194, New York Butchers’ Dressed Meat Co. vs. L. & 
N. et al. By division 3. Dismissed. Rates, cattle, Auburn 
and South Union, Ky., to Jersey City, N. J., not unreasonable. 
The complaint covered shipments between July 1, 1932, and 
August 25, 1934. 


Sugar 


Fourth section application No. 16391, sugar to the south. 
By division 2. Parties to Southeastern Sugar Investigation, 
132 I. C. C. 477 and 142 I. C. C. 459, Emerson’s I. C. C. No. 
195, and Curlett’s I. C. C. A447, authorized, in fourth section 
order No. 12577, to establish and maintain on sugar, beet or 
cane, carloads, minimum 40,000 pounds, from Gramercy and 
Reserve, La., to points in southern territory and north bank 
Ohio River crossings, and from Baltimore, Md., Boston. Mass., 
Providence, R. I., New York, N. Y., Philadelphia, Pa., and 
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points taking the same rates to points in Kentucky, Tennessee, 
and the Carolinas, over all routes over which they have relief 
concurrently with respect to class rates, the lowest rates that 
may be constructed over any line or route from and to the same 
points, on the basis set forth in the report, without observing 
the long-and-short-haul part of section 4. 


Potatoes 


Fourth section application No. 16422, potatoes from west- 
ern points to the south. By division 2. Parties to Kipp’s I. C. C. 
No. A-2612, authorized in fourth section order No. 12574 to 
continue or to establish and maintain over existing routes, on 
potatoes, other than sweet potatoes, from stations in Colorado, 
Idaho, Montana, Nebraska, Nevada, New Mexico, Oregon, 
South Dakota, Utah and Wyoming to destinations in Alabama, 
Florida, Georgia, Kentucky, Mississippi, North Carolina, South 
Carolina, Tennessee and Virginia, the lowest rates that may be 
constructed over any line or route on the basis set forth in 
their application without observing the long-and-short-haul 
part of section 4. The relief is subject to the 33% per cent 
circuity limitation. 


Sugar from New Orleans 


Fourth section application No. 16431, sugar from New 
Orleans, La. By division 2. Parties to Emerson’s I. C. C. 227 
authorized, in fourth section order No. 12575, to establish and 
maintain rates, sugar, from New Orleans territory or territory 
taking arbitraries higher, to destinations in Illinois Freight 
Association and western trunk line territories the same as those 
contemporaneously in effect on like traffic over competing lines 
or routes without observing the long-and-short-haul part of 
section 4. The relief is subject to the 33% and 50 per cent 
circuity limitations. 

Cement 

No. 27297,’ Dewey Portland Cement Co. vs. C. M. St. P. 
& P. et al. By_division 3. Dismissed. Rates, cement, Linwood, 
Ia., to Wind Lake Road, Wis., between April 21, 1934, and 
July 5, 1935, not shown to have been unreasonable. 

Dressed Poultry 

No. 27375, Omaha Cold Storage Co. vs. C. B. & Q. et al. 
By division 2. Dismissed. Rate charged, dressed poultry, 
Chillicothe, Mo., stored in transit at Omaha, Neb., and for- 
warded to Los Angeles, Calif., and Seattle, Wash., between 
October 21 and December 28, 1933, not shown to have been 
unreasonable. 

Stocker Steers 


No. 27339, Standard Life Insurance Co. of America vs. 
C. R. I. & P. et al. By division 3. Carload rate of 65 cents 
charged on stocker steers from Kansas City, Mo., to Spring- 
boro, Pa., found inapplicable. Applicable rate found to have 
been 82 cents. The applicable rate found unreasonable to the 
extent it exceeded 66 cents, composed of 21 cents to East St. 
Louis and the prescribed proportional rate of 45 cents beyond 
for the distance over the route used, plus a charge of $1 a 
carload for unloading and reloading at Pittsburgh. Defendants 
authorized to waive collection of the outstanding undercharges 
in the amount of the difference between the freight charges 
applicable and those which would accrue at the rates and 
charges found reasonable. 


COSBY APPLICATION DENIED 

The Commission, by division 5, in MC 3975, application of 
Robert Cullen Cosby for extension of operations, has denied 
an application seeking certificate of public convenience and 
necessity for operation by applicant as a common carrier by 
motor vehicle of commodities generally from Richmond, Va., 
to points in various states and the District of Columbia, over 
irregular routes. The Middle Atlantic States Motor Carrier 
Conference, Inc., Horn’s Motor Express, Inc., and southern and 
trunk line rail carriers opposed granting of the certificate 
sought. 

The Commission pointed out that by another application 
filed by applicant under the so-called grandfather clause of 
the motor carrier act, applicant sought a certificate or a per- 
mit, whichever might be found appropriate, authorizing him to 
continue certain operations within the “City of Richmond and 
adjacent territory (entirely local).” This application had not 
been heard, said the Commission, which added that applicant’s 
rights under the grandfather clause application were not in 
issue and were not affected by the finding herein. 





COMMISSION ORDERS 


No. 26515, eastern brick rates. Order of July 31, as heretofore 
modified, further modified so as to provide that the rates therein 
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prescribed on paving brick need not be established from and between 
points in New England. 

No. 27510, Weyerhaeuser Timber Co. vs. Pennsylvania et al. Joint 
Executive Transportation Committee of Philadelphia Commercial Or- 
ganizations permitted to intervene. 

No. 27511, Weyerhaeuser Steamship Co. et al. vs. Pennsylvania 
et al. Joint Executive Transportation Committee of Philadelphia Com- 
mercial Organizations permitted to intervene. 

No. 27569, Mississippi Cottonseed Crushers Association vs. Alton 
et al. National Soybean Processors Association permitted to intervene. 

Finance No. 10668, joint application of Durham & South Carolina 
Railroad Co. and receivers for Norfolk Southern for authority to con- 
struct a line of railroad in Durham county, N. C. Durham & Southern 
Railway Co. permitted to intervene. 

No. 27242, Royal Crystal Salt Co. vs. America Transportation et 
al. Leslie Salt Co. permitted to intervene. 

No. 26730, City of Sheboygan. Wis., vs. C. & N. W. et al., and 
a sub-number thereunder, Sheboygan Association of Commerce vs. 
Same. Petition of complainants for the issuance of an order requir- 
ing the C. & N. W. to publish and maintain rates for switching car- 
load traffic between industries on its tracks in Sheboygan, Wis., and 
its connection with the rails of the Wisconsin Power & Light Com- 
pany in Sheboygan, Wis., denied. 

Ex Parte No. 104, part 11, Warren Foundry & Pipe Corporation 
terminal allowance. Effective date of the order attached to the fifty- 
fourth supplemental report postponed to March 15, 1937. In all other 
respects the order shall remain in full force and effect. 

MC-F 4, Pennsylvania Transfer Co. of Pittsburgh acquisition of 
control of Alko Express Lines. Proceeding reopened for further hear- 
ing at a time and place to be hereafter affixed. 

No. 26849, Utah Coal Operators Association vs. A. V. I. et al., and 
a sub-number thereunder, Chesterfield Coal Co. vs. Same et al. Order 
of October 13 modified to become effective on or before January 25, 
1937, on not less than 30 days’ notice, instead of December 24, 1936. 

MC 2890, application of All-American Bus Lines, Inc., as successor 


to B. F. Line. Date for filing of exceptions to the recommended order 
of the examiner indefinitely postponed. 


FINANCE APPLICATIONS 


Finance No. 11428. Virginian Railway Co. asks authority to con- 
struct and operate extensions from Morri to Simon, W. Va., a distance 
of 23.4 miles and from the mouth of the Laurel Fork River up to 
Clear Fork and Toney Fork a distance of about 6.7 miles. The ap- 
plication says the extensions will afford an outlet for coal and timber 
in an area now without railroad facilities. In addition, the application 
says, the extensions will save 19 miles of haul with 5 miles of 1 per 
cent grade to Polk Gap for traffic from Glen Rogers mines, and 1 mile 
of 1% per cent grade, 2 miles of 2 per cent grade and 5 miles of 1 
per cent grade from the mines at Morri, on coal westbound for de- 
livery to the Norfolk & Western and the Chesapeake & Ohio at Gil- 
bert; in addition the extensions will facilitate the movement of empties 
received by the Virginian from the C. & O. and the N. & W. at Gil- 
bert for delivery to the mines on Laurel Fork and mines to be opened 
and operated in the area proposed to be served. 

Finance 11430. New York, Susquehanna & Western Railroad Co. 
asks authority to issue not exceeding $447,000 of general mortgage 
fifty-year 5 per cent gold bonds, in exchange for a like amount of 
second mortgage fifty year 4% per cent gold bonds. The application 
Says it is desirable that the second mortgage bonds falling due Febru- 
ary 1, 1937, with respect to which the applicant is seeking to secure an 
extension of maturity. be exchanged for general mortgage bonds. 
The applicant desires to be in position to exchange par for par for 
general mortgage bonds any second mortgage bonds which may be 
presented for such purpose, whether presented before or after ma- 
turity and whether extended or not extended. 

Finance No. 11431. New York, Susquehanna & Western Railroad 
Co. asks authority to extend to August 1, 1940, the maturity date of 
$3,744,000 of first mortgage refunding fifty year 5 per cent gold 
bonds, maturing January 1, 1937, and $999,000 of second mortgage 
fifty year 4% per cent gold bonds, maturing February 1, 1937. The 
Erie Railroad Co. also applies in this application for authority to 
assume obligation as guarantor in respect of interest on the bonds 
throughout the periods of extension. 

Finance No. 9271, supplemental. Baltimore & Ohio Railroad Co. 
asks authority to pledge and repledge from time to time, $3,313,000 
of its refunding and general mortgage 6 per cent bonds, series E, as 
security for short time borrowing. 

Finance No. 11432. Chicago, Kalamazoo & Saginaw Railway Co. 
and the New York Central ask authority to abandon part of the line 
of the first mentioned carrier from Delton to Woodbury, Mich., a 
distance of 26.7 miles. The line to be abandoned was built as part 
of a proposed railroad to be built from Chicago to Saginaw. The 
line is paralleled by improved highway and privately owned auto- 
mobiles and trucks, the application says, fulfill the transportation needs 
of the communities along the line. 

Finance No. 11433. Quakertown & Bethlehem Railroad Co. asks 
authority to abandon its entire line extending from Quakertown to 
Durham, Pa., a distance of 13 miles. Insufficient revenue is given as 
the ground for abandonment. 

MC-F 162. H. E. English, Lufkin, Tex., doing business as Red 
Ball Motor Freight Lines, asks authority to purchase the operating 
rights of James Alexander Robinson, doing business as La-Tex Motor 
Lines, for $2,400. 

MC-F 163. A. R. Dalby, J. C. Levens, Joe Fadell and D. C. Sanders, 
Lubbock and Ft. Worth, Tex., ask authority to purchase the certificates 
of E. M. Hale and H. H. Davis. The first two applicants doing busi- 
ness as Dalby Motor Lines and the last two are principal stockholders 
of Merchants Fast Motor Lines. 
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MC-F 164. Dalby Motor Freight Lines, Lubbock, Tex., asks au- 
thority to lease an interest in certificates No. 2737 and 2738 owned 
by D. C. Sanders and J. A. Fadell. 

MC-F 165. Puget Sound-Portland Lines, Inc., and General Motors 
Freight, Inc., jointly ask authority to merge as the Puget Sound- 
Portland Lines, Inc. Both have their offices at Seattle, Wash. 

Finance No. 11437, Tennessee Central Railway Co. asks the Com- 
mission to approve a loan of $5,000,000 from the RFC. The proceeds 
of the loan are to be used in calling for redemption of $3,410,000 of 
first mortgage 6 per cent bonds, due April 1, 1947, at $105; to pur- 
chase $1,000,000 first mortgage 6 per cent bonds of the Nashville Ter- 
minal Co. for $900,000, the terminal company to be merged in the 
applicant; to pay a $147,700 RFC note and discharge other obligations 
that would bring the disbursements to $4,826,139.15, leaving a balance 
of $173,860.85 to be placed in its treasury. The loan is desired for ten 
years. The refunding operations would result in lower fixed charges. 
As security the applicant proposes to pledge $5,500,000 of first mortgage 
4 per cent bonds to be issued by it. 

Finance No. 11436. New York, Chicago & St. Louis Railroad Co. 
asks authority to extend for ten years $7,250,000 of first mortgage 
bonds issued by the Lake Erie & Western Railroad Co. maturing 
January 1, 1937, and to assume obligation and liability as primary 
obligor in respect thereof as so extended. The bonds now bear 5 per 
cent interest. It is proposed to reduce the interest rate for the extended 
period to 3% per cent. 

Finance No. 11174, supplemental. Maine Central asks for modi- 
fication of the Commission's order in this case of May 15 so as to lay 
down a rule for determining the prevailing market price of the Maine 
Central R. R. Co. and European & North American Ry. 5 per cent first 
mortgage gold bonds dated January 2, 1933, and payable January 1, 
1958, and the Portland & Ogdensburg Railway 4% per cent first mort- 
gage gold bonds dated November 1, 1928, and payable November 1, 
1953, which were authorized by that order to be pledged and re- 
pledged. 

Finance No. 11438. Chicago, Milwaukee, St. Paul & Pacific Rail- 
road Co., by its trustees, ask authority to assume obligation and 
liability in respect of $3,180,000 of 3% per cent equipment trust cer- 
tificates series P, the proceeds of which are to be used for part pay- 
ment of equipment at an estimated cost of $4,251,358. The equipment 
is to consist of 30 freight locomotives and one passenger locomotive. 

MC-F 166. Hayes Transfer & Storage Co., Mattoon, Ill., asks 
authority to purchase the properties and all of the right, title and 
interest of the Royal Transit, Inc., of Illinois and the Royal Transit, 
Inc., of Wisconsin. 

MC-F 167. Days’ Transfer, Inc., Elkhart, Ind., asks authority to 
purchase the right and privileges of James Overlease, doing business 
as Overlease Transfer Co., also Elkhart, Inc. 


MC-F 168. H. H. Lawler, doing business as Alamo Freight Lines, 
San Antonio, Tex., asks authority to lease the operation of Ponton 
Truck Line, from San Antonio to Fort Stockton, Ponton doing busi- 
ness as Ponton Truck Line. 


MC-F 169. H. H. Lawler, doing business as Alamo Freight Lines, 
San Antonio, Tex., asks authority to purchase the operation of L. M. 
Barnes, doing business as Barnes Truck Line. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 11377, Lime Rock Railroad 
Company abandonment, permitting abandonment by the Lime Rock 
Railroad Company of part of its line of railroad in Knox county, 
Me., approved. 

Report and order in F. D. No. 11406, Pittsburgh & West Virginia 
Railway Company equipment-trust certificates, granting authority to 
assume obligation and liability in respect of not exceeding $350,000 
of Pittsburgh & West Virginia Railway equipment-trust certificates, 
series of December, 1936, to be issued by the Chemical Bank & Trust 
Company, as trustee, and sold at 98.08 per cent of par and accrued 


dividends in connection with the procurement of certain equipment, 
approved. 


Report and order in F. D. No. 11400, Philadelphia, Baltimore & 
Washington Railroad Company Stock, (1) granting authority to issue 


$10,000,000 of capital stock, consisting of 200,000 shares of the par 


value of $50 a share, to be delivered at par to the Pennsylvania Rail- 
road Company in partial reimbursement for advances made by that 
company for capital purposes, (2) granting authority to the Penn- 
Sylvania Railroad Company to assume obligation and liability as 
lessee in respect of the stock herein authorized, approved. 

Report and order in F. D. No. 11361, Hampton & Langley Field 
Railway Company bonds, granting authority to issue not exceeding 
$27,200 of first mortgage bonds to be exchanged for a like amount 
of outstanding matured first mortgage bonds, approved. 


Report and certificate in F. G. No. 11359, Waco, Beaumont, Trinity 
& Sabine Railway Company abandonment, permitting the Waco, 
Beaumont, Trinity & Sabine Railway Company and its receivers to 
abandon a branch line of railroad in Trinity, Polk and Tyler counties, 
Tex., approved. 

Report and order in F. D. No. 11396, Wheeling & Lake Erie Rail- 
way Company equipment-trust certificates, granting authority to assume 
obligation and liability in respect of not exceeding $750,000 of Wheel- 
ing & Lake Erie equipment-trust certificates, series E, to be issued by 
the Union Trust Company of Pittsburgh, as trustee, and sold at 103.411 
and accrued dividends in connection with the procurement of certain 
equipment, approved. 

Report and order in F. D. No. 11367, Dexter & Piscataquis Rail- 
road Company control, approving and authorizing acquisition by the 
Maine Central Railroad Company of control of the Dexter & Piscata- 
quis Railroad Company by purchase of capital stock, approved. 
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PROPOSED REPORTS 


Ground Manganese Ore 


No. 27279, Winchester Repeating Arms Co. vs. C. & N. W. 
et al. By Examiner Leland F. James. Dismissal proposed. 
Carload rates, ground manganese ore, in bags, Freeport, IIl., 
to New Haven, Conn., found applicable on certain shipments 
and inapplicable on another. Undercharges found outstanding. 
Applicable rate not shown to be unreasonable. 


Horses 
No. 27393, Ross Brothers Horse & Mule Co. vs. Ft. W. & 
D. C. et al. By Examiner John Davey. Recommends award of 
reparation from Great Northern of $142 on account of inap- 
plicable rate, horses, Culbertson, Mont., to Fort Worth, Tex. 
Shipment misrouted. Applicable rate over route shipment 
should have moved $1.205. 


Bichromate of Soda 


No. 27422, Natural Products Refining Co. vs. C. of N. J. 
et al. By Examiner Harold M. Brown. Dismissal proposed. 
Rate, bichromate of soda, Jersey City, N. J., to Fond du Lac, 
Wis., not shown to have been unreasonable. 


Crushed Lime Rock 


No. 27452, St. Helens Pulp & Paper Co. vs. S. P. & W. et al. 
By Examiner Harold M. Brown. Recommends Commission find 
rate, crushed lime rock, Seattle, Wash., to St. Helens, Ore., 
unreasonable to extent it exceeded 9.5 cents, minimum 60,000 
pounds, and award reparation of $377.83. 


No. 26596, Norcross Brothers vs. Pennsylvania. By Ex- 
aminer Burton Fuller. Examiner, on further hearing, recom- 
mends affirmation of the findings in prior report, 210 I. C. C. 
629, as to rates, sand, from complainant’s plants at Birmingham 
and South Pemberton, N. J., to the Philadelphia area. In the 
prior report the Commission, division 4, made a sections 3 
and 13 findings and said that complainants had not shown suffi- 
cient proof of damage to support an award of reparation. 


Crude Ocher 


No. 27404, J. R. Dellinger vs. Central of Georgia et al. By 
Examiner L. J. P. Fichthorn. Dismissal proposed. Commodity 
shipped, Eufaula, Ala., to Cartersville, Ga., in July, 1935, pro- 
posed to be found to have been crude ocher and not crude 
sand. Provosed to be found that the shipment was under- 
charged, charges having been collected on rate applicable on 
sand. Applicable rate proposed to be found to have been 23 
cents and that that rate was not unreasonable. 


PROPOSED MOTOR REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
20 days from date of service of reports, become effective unless excep- 
tions have been filed within the 20-day period or exceptions have been 
seasonably filed by other parties, or the order has been stayed or 
postponed by the Commission.) 


MC 10897, application of Acme Freight Lines, Inc. By 
joint board No. 64, composed of Eugene S. Matthews of Florida 
and Jud P. Wilhoit of Georgia. Served Nov. 23. Certificate 
recommended for continued operation by applicant as a com- 
mon carrier of commodities generally over specified routes 
between Jacksonville, Fla., and Atlanta, Bainbridge and Colum- 
bus, Ga., by reason of having been engaged in such operation 
on June 1, 1935, and continuously since that date. 

MC 861, application of R. E. Perry for extension of opera- 
tion. By joint board No. 99, composed of Hugh White of Ala- 
bama, Eugene S. Matthews of Florida and Jud P. Wilhoit of 
Georgia. Served Nov. 23. Permit recommended authorizing 
operation as contract carrier of flour and wheat feed between 
Dothan, Ala., and various points in Alabama, Georgia and 
Florida over irregular routes. 

MC 45626, application of Vermont Transit Co., Inc. By 
Examiner Paul R. Naefe. Served Nov. 23. Recommends cer- 
tificate for continuance as a common carrier of passengers, 
baggage of passengers, light express, mail and newspapers, be- 
tween specified points in Maine, New Hampshire, Vermont, 
Massachusetts, and New York, over regular routes, and special 
or charter operations to all points in the United States and 
Canada, by reason of bona fide operations by applicant, or its 
predecessors in interest, on June 1, 1935, and continuously since 
that date. 

MC 50021, application of Emma J. Huntley. By joint board 
No. 44, composed of Robert E. Powell of Nebraska and M. J. 
Foley of Wyoming. Served Nov. 23. Application, covering 
common carrier operation of commodities generally from Craw- 
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ford, Neb., to points in Wyoming denied because applicant 
failed to appear at hearing. 

MC 50237, application of James Monroe Fillingame. By 
joint board No. 64, composed of Eugene S. Matthews of Florida 
and Jud P. Wilhoit of Georgia. Served Nov. 23. Recommends 
denial of application seeking permit authorizing continuance of 
contract carrier operations between Albany and Jacksonville, 
Ga., and points in Florida and Georgia because of failure of 
applicant to appear at the hearing. 

MC 50004, application of David S. Caswell, Jr. By joint 
board No. 18, composed of Leo H. Leary of Massachusetts and 
Frederick A. Young of Rhode Island. Served Nov. 20. Board 
recommends denial of application for permit to operate as a 
contract carrier of property between Fall River, Mass., and 
Woonsocket, R. I.; between Fall River and Newport, R. L,; 
between Fall River and Boston, Mass.; and between Fall River 
and New Bedford, Mass., because the board finds that applicant 
is operating as a common carrier. Proposed that the applicant 
be required to cease operations. 

MC 50119, application of Edward William Mosher. By 
Joint Board No. 69, composed of Frank J. McArdle of Maine, 
Leo H. Leary of Massachusetts, and Winslow E. Melvin of 
New Hampshire. Served Nov. 20. Board recommends denial 
of certificate on a finding that applicant is neither fit nor able 
properly to perform the service of a common carrier of pas- 
sengers and their baggage, in foreign commerce, over a route 
between Boston, Mass., and the International boundary line 
near Calais, Me., when traveling to or from Sydney, N. S. 
The board accuses Mosher of having operated in New Hamp- 
shire, Maine and New Brunswick without having complied 
with their laws. 

MC 50862, application of White Circle Line. By Joint 
Board No. 22, composed of Edw. L. Taylor, of Connecticut, and 
Leo H. Leary, of Massachusetts. Served Nov. 20. Board 
recommends denial of certificate as a common carrier of per- 
sons on a finding that convenience does not require continuance 
of operation by Alfred Davenport and Burton J. Martin, part- 
ners, doing business as White Circle Line, between Springfield, 
Mass., and Thompsonville, Conn. Class I railroads in New 
England, New England Transportation Co., Eastern Greyhound 
Bus Lines, Inc., of New England, and Blue Way Line, Inc., 
opposed the application, claiming that they afforded adequate 
facilities. 

MC 53, application of James A. Sproul. By Examiner 
Paul R. Naefe. Served Nov. 21. Examiner proposes that 
applicant be found entitled to continue operation as a contract 
carrier of carbonated beverages, empty bottles and cases, be- 
tween Millis, Mass., and Farmingdale and Southampton, N. Y., 
and between Millis and points in Connecticut, by reason of hav- 
ing been engaged in such operations on July 1, 1935, and since. 
The Examiner said the applicant should be found to have failed 
to have established the right to a permit for similar traffic as 
a contract carrier between Millis and points on Long Island 
except Farmingdale and Southampton and of sugar from Bos- 
ton, Mass., to Millis, under the grandfather clause. The ex- 
aminer said a permit should be denied. 


MC 31440, application of Maine Central Transportation Co. 
By joint board No. 69, composed of Frank J. McArdle, of 
Maine; Leo H. Leary, of Massachusetts, and Winslow E. Melvin, 
of New Hampshire:+ Served Nov. 21. Board recommends issue 
of certificate to continue as a common carrier of passengers, 
etc., in Maine and special or charter operation to any point in 
New England and Washington, D. C., by reason of bona fide 
operation by applicant or its predecessor in interest, on June 
1, 1935, and since that time. Board recommended denial of 
a certificate as a common carrier of passengers, etc., between 
Portland, Me., and Boston, Mass., as necessary operation had 
not been shown. 


MC 50847, application of Edward Webb, Jr. By Examiner 
Paul R. Naefe. Served Nov. 21. Examiner recommends per- 
mit to operate as a contract carrier of commodities generally 
between Danbury, Conn., and all points within a radius of 
25 miles of that point over irregular routes. 


MC 2304, application of the Kaplan Trucking Co. for ex- 
tension of operations. By Examiner A. S. Parker. Served 
Nov. 25. Proposed to be found that public convenience and 
necessity do not require continuance or establishment of pro- 
posed operations as a common carrier of commodities generally 
over routes between points in Ohio, Indiana, Michigan, Illinois, 
Pennsylvania and West Virginia. Examiner recommends that 
the certificate be denied and discontinuance of operation ordered. 

MC 32779, applications of Heyser’s Nickel Plate Line. By 
joint board No. 45, composed of A. F. Harvey of Oregon and 
W. D. Lane of Washington. Served Nov. 25. Board recom- 
mends issuance of certificate entitling the applicant to continue 
operation as a common carrier of commodities generally over 
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routes between Portland, Ore., and Seattle, Wash., under the 
grandfather clause. Proposed that the motion of the applicant 
to amend its grandfather clause application at the time of the 
hearing to cover operations between Portland, Ore., and Oregon 
City, Ore., be denied. Application for authority to operate 
between Portland, Ore., and Walla Walla, Wash., withdrawn 
by the applicant. 

MC 50165, application of Harry Crigler. By joint board 
No. 113, composed of Harold E. West of Maryland and James P. 
Tierney of West Virginia. Served Nov. 25. Board recommends 
certificate authorizing operation as a common carrier of general 
merchandise between Cumberland, Md., and Franklin, W. Va. 

MC 50729, application of Red Star Sightseeing Line, Inc. 
By Examiner T. Naftalin. Examiner recommends certificate 
permitting operation as a common carrier of passengers on 
round trip sightseeing tours over irregular routes beginning 
and ending at Broadway and Palmetto streets, Brooklyn, N. Y., 
with no pick-up or discharge of passengers at any other point. 
The proposed certificate would also authorize visits to points 
of interest in New Jersey, New York, Connecticut, and Penn- 
sylvania between April 15 and October 15, inclusive, and Dela- 
ware, District of Columbia, Maryland, Massachusetts, and Vir- 
ginia between June 15 and September 15, inclusive, each year. 





PETITIONS FOR REHEARING, ETC. 

No. 21767, Brilliant Coal Co. et al. vs. Illinois Central et al. Com- 
plainants ask for reopening and modification of the Commission's 
finding and order, to give practical effect to the Commission’s prior 
finding. 

No, 27198, Rundle Manufacturing Co. vs. Southern et al. Complain- 
ant, in a second petition, asks that this proceeding be reopened for 
further consideration, the order of September 28 be vacated and set 
aside, and a new order be issued requiring the defendants to repay 
the unlawful and unreasonable charges complainant has borne, by 
an award of reparation in conformity with the law and facts already 
before the Commission. 

No. 11481, Certain-teed Products Corporation et al. vs. A. T. & 
S. F. et al. Carriers, by E. B. Boyd, ask the Commission to modify 
its order, entered July 19, 1921, as amended, involving rates on build- 
ing and roofing material, between points in western trunk line terri- 
tory to eliminate asphalt from the mixed carload section of the com- 
modity description prescribed in said order and publish in lieu thereof 
an exception to rule 10 of the consolidated classification providing that 
asphalt or asphaltum in packages may be shipped in mixed carloads 
with building and roofing material, subject to the actual weight and 
carload rate applicable on the asphalt and the carload minimum weight 
and rate applicable on the building and roofing material; providing fur- 
ther that the weight of the asphalt may be used to make up the car- 
load minimum weight on the building and roofing material. 

Ex Parte 104, part VI, practices of carriers affecting operating 
revenues or expenses. Central of New Jersey moves that the Com- 
mission rescind certain findings and vacate an order respecting its 
lease to the Newark Central Warehouse Co. 

No. 26793, Carolina Veneer Co., Inc., vs. C. C. & O. et al. De- 
fendants, in a supplemental petition, ask that the Commission con- 
sider this supplemental petition together with the petition of Febru- 
ary 14, 1936, and that it issue an order modifying the order of De- 
cember 20, 1935. 

No. 26916, Standard Oil Co. of California vs. L. A. & S. L. et al.; 
No. 26977, Shell Oil Co. vs. Same; and No. 27101, Texas Co. vs. Same. 
Defendants ask for reconsideration and for oral argument before the 
entire Commission. 

MC-F 17, Gulf Transport Company, purchase of property and 
operating rights of Joe M. Davis, doing business as Davis Transporta- 


tion Co. Gulf Transport Co. asks the Commission to modify its order 
of October 14. 


/ 


SUSPENDED TARIFFS 


In I. and S. No. M-46, the Commission has suspended from 
November 23 until February 21 schedules in supplement No. 3 
to Adelizzis MF I. C. C. No. 1. The suspended schedules 
propose to change ratings on radio tubes, other than metal, 
from 3rd class to 2nd class resulting in increases in rates. 
The following is illustrative, rates being in cents a 100 pounds: 


From Newark, N. J., to Boston, Mass., min. wt. 3,000 lbs, present 
3rd class rating 90; proposed 2nd class rating, 120. 


In I. and S. No. M-47, the Commission has suspended from 
November 24 until February 22 schedules in Omaha Motor 
Transfer MF I. C. C No. 1. The suspended schedules propose 
to establish class and commodity rates between Omaha, Neb., 
and Sioux City, Ia., resulting in changes and reductions. Illus- 
trative of the tariff is a proposed rate of 20 cents a hundred on 
butter, quantities less than 5,000 pounds, instead of 35 cents, 
from Sioux City, Ia., to Omaha, Neb. 

In I. and S. No. M-48, the Commission has suspended from 
November 25, 1936, until February 23, schedules in first revised 
page 38 to Valley Express Co.’s (National Motor Transport 
System) MF-I. C. C. No. 4. The suspended schedules propose 
to increase rates on fresh meats, any quantity, between Reno, 
Nev., and points in California. 
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In I. and S. No. 4275, the Commission has suspended from 
November 25, 1936, until June 25, schedules in supplement No. 
31 to Dearborn’s perishable protective tariff, I. C. C. No. 7. The 
suspended schedules propose to amend the present rule relative 


to icing by shippers of perishable freight at loading stations 
as follows: 


Applies only in the states of Arizona, California, Colorado, IIli- 
nois, Iowa, Kansas, Missouri, New Mexico, Oklahoma and Texas. 
The carrier, at its option and for its own convenience, may permit 
shipper or owner, at his own expense, to perform icing service at 


loading point or at any point from which empty car is moved for 
loading. 


This results in authorizing the free transportation of ice in 
the bunkers of empty refrigerator cars to the loading point. 

In I. and S. No. M-49, the Commission has suspended from 
November 26 until February 24 schedules in supplement No. 12 
to American Carloading Corp. tariff MF I. C. C. No. 2. The sus- 
pended schedules propose to reduce rates on bumper guards, 
automobile parts, iron or steel, any quantity between Decatur, 
Ill., and Detroit, Mich. The following is illustrative: It is pro- 
posed to change a present less-than-truckload rate of 65 cents, 
Decatur, Ill., to Detroit, Mich., to an any quantity rate of 58 
cents on automobile bumper guards. 

In I. and S. No. 4276, the Commission has suspended from 
November 26 until June 26 schedules in supplements Nos. 6 and 
10 to Peel’s I. C. C. No. 2844. The suspended schedules pro- 
pose, under certain conditions, to eliminate the requirement 
that on shipments of cotton loaded at origin points by car- 
riers in Southwestern territory, the loading charges must be 
collected at the stations at which the cotton is loaded. 


M. & ST. L. REORGANIZATION 


“This plan is novel, bold and audacious, inviting, under 
the guise of law, a return to the buccaneering practices of 
bygone days,” says a brief submitted in opposition to the plan 
for the dismemberment of the Minneapolis & St. Louis by the 
Minneapolis & St. Louis Railroad Executive Defense Commit- 
tee and others in Finance No. 10947, joint application of Asso- 
ciated Railways for certificates of public convenience and neces- 
sity, authorizing Associated Railways Co. to acquire the lines 
of railroad and other railroad properties now owned by Minne- 
apolis & St. Louis Co. and its receivers, etc. Among others 
represented by the brief are the commissions of Iowa, IIli- 
nois, Minnesota and South Dakota and the Railway Labor 
Executives’ Association. It is also signed by representatives of 
shipper and civic associations. 

Blame or credit for the origin of the plan contemplating 
the dismemberment of the Minneapolis & St. Louis is placed 
on the Reconstruction Finance Corporation. The brief repro- 
duces letters written by Chairman Jones of the RFC outlining 
the conditions on which that body would lend money for re- 
habilitation of the property. Among them was one that “the 
reorganization to exclude any part of the road that this 
corporation might designate.” 

The record, the brief declares, presents serious issues of law 
and fact. It asks three questions to indicate issues. They are: 


Can Associated Railways Co. legally secure a certificate to purchase 
property it does not intend to operate? 

Is it legally in position to secure a certificate to abandon property 
it does not own? 


Will public convenience and necessity be served by adoption of the 
plan? 


The position of the opposition to the plan is indicated, it is 
believed, by a paragraph in which it is declared that: 

Although Associated Railways Company is organized as a common 
carrier by other common carrier railroads, it is not a common carrier 
of freight and passengers, nor ever has been. When the petition was 
filed and even on the day when hearings began, it did not own one dol- 
lar of capital assets, an engine, car or a foot of trackage. It was or- 
ganized by other common carriers as a scheme or device to purchase 
all property of the M. & St. L. at a receivership sale for the purpose 
of eliminating competition and securing a competing railroad by indi- 
rect methods. This plan is novel, bold and audacious, inviting, under 
the guise of law, a return to buccaneering practices of bygone days. 





Cc. & E. |. REORGANIZATION 


The Commission, by division 4, in Finance No. 9952, Chi- 
cago & Eastern Illinois Railway Co. reorganization, on peti- 
tion of Ernest S. Ballard, special counsel for the C. & E. I. 
in the reorganization proceedings, has fixed the maximum 
allowance for his legal services to June 30, 1936, at $15,000, 
in addition to an interim allowance of $7,500 heretofore ap- 
proved for legal services rendered prior to June 30, 1935, and 
for reimbursement for expenses, at $795.48, without prejudice 
to the fixing of final maximum limits therefor on further in- 
vestigation. 
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N. I. T. L. Meeting 


‘League Members Pass on Many Transportation Ques- 


tions—Resolution Against Extension of Emergency 
Charges—Favor Salary Boost for I. C. C. Members 


(By a staff correspondent at New York) 


In two resolutions adopted at its annual meeting at the 
Hotel Pennsylvania in New York City (see Traffic World, Nov. 
21), the National Industrial Traffic League characterized as “ill- 
advised” the proposal of the railroads to increase rates to 
retain revenues accruing from the emergency charges, asserted 
that any increases proposed should stand the usual tests of 
justification before being allowed to become effective, and de- 
clared against a temporary continuation of the emergency 
charges beyond Dec. 31. 

Word from Washington that the Commission had reopened 
Ex Parte No. 115 as to the questions raised in the railroads’ 
petition docketed in Ex Parte No. 118 was received after the 
League had adopted the first resolution stating its position as 
to that proceeding (see Traffic World, Nov. 21). After the 
word as to the Commission’s action had been received there 
was discussion as to whether the League should oppose a tem- 
porary continuation of the emergency charges beyond Dec. 31. 

Alternative resolutions finally were submitted for consid- 
eration, the essential difference being as to continuation of the 
charges that one favored the League taking no position on 
that question and the other—which was adopted—opposing con- 
tinuation. The adopted resolution follows: 


Ex Parte 115 and Ex Parte 118 


The Commission having entered its order of November 18, 1936, 
reopening Ex Parte 115 for further hearing with respect to the lawful- 
ness and propriety of existing basic freight rates of all carriers by 
rail or water subject to the Interstate Commerce Act as proposed to be 
increased in the manner and the amounts indicates in the petition filed 
by the carriers under date of October 23, 1936 (docketed as Ex Parte 
118), and assigning said matter for hearing on January 6, 1936, at 
Washington; 

And the Commission having issued its notice dated November 19, 
1936, entitled under Ex Parte 118, announcing its conclusion that the 
carriers’ request in their aforesaid petition should not be granted at 
present, upon the mere assertions of the petition and the replies thereto, 
but should be further heard before its final determination, for the 
reasons set forth in the Commission’s said notice; 

And it appearing that the tariffs carrying the so-called emergency 
charges will expire December 31, 1936, under the Commission's pre- 
vious orders in Ex Parte 115, unless the Commission acting on its own 
motion or upon petition that may be filed by the carriers, decides that 
the same should be temporarily extended in whole or in part; 

Resolved, that the League reaffirms its action, expressed in the 
resolution adopted yesterday among other things stating that if any 
tariffs are filed by the carriers they should be suspended and not per- 
mitted to become effective unless and until the rates provided therein 
are justified by evidence; 

Resolved further, that if the carriers seek to continue temporarily 
the so-called emergency charges beyond December 31, 1936, such re- 
quest should be denied by the Commission and the League’s Commit- 
tee and Counsel are instructed to oppose such request. 


John S. Burchmore in discussion of what was now in 
issue before the Commission in Ex Parte No. 115 said it was 
whether the proposed charges in Ex Parte No. 118 should be 
approved. 

President Scott named W. H. Day as chairman and L. E. 
Muntwyler and J. R. Van Arnum as members of the special 
committee to represent the League in the Ex Parte No. 115 
proceedings. 

Board of Directors 


F. J. Dowd was elected chairman of the board of directors. 
The members of the board of directors elected are: 


New England region—Wm. P. Libby, North Plymouth, 
Mass.; R. W. Burke, Chicopee, Mass.; Frank S. Davis, Boston, 
Mass.; A. H. Ferguson, New Bedford, Mass.; N. W. Ford, 
Hartford, Conn.; J. H. McCann, Boston, Mass.; W. H. Pease, 
Bridgeport, Conn.; Harry Beaudry, Springfield, Mass. 

Northwestern region—A. B. Ayers, Minneapolis, Minn.; 
E. H. Berg, St. Paul, Minn.; B. H. Overton, Winona, Minn.; 
— F. Smith, Minneapolis, Minn.; F. B. Townsend, Minneapolis, 

inn. 

Southwestern region—H. C. Eargle, Beaumont, Tex.; W. T. 
Hancock, Houston, Tex.; F. A. Leffingwell, Dallas, Tex.; A. G. T. 
Moore, New Orleans, La.; H. W. Roe, Tulsa, Okla.; Rene Steig- 
ler, New Orleans, La. 

Southeastern region—T. J. Burke, Charleston, S. C.; Joseph 
H. Donnell, Tampa, Fla.; M. M. Emmert, Atlanta, Ga.; E. L. 
Hart, Atlanta, Ga.; H. C. Hillyer, Jacksonville, Fla. 
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Central Freight region—M. N. Billings, Chicago, Ill.; J. W. 
Bingham, Chicago, Ill.; Geo. A. Blair, Chicago, Ill.; T. C. Bur- 
well, Decatur, Ill.; R. B. Coapstick, Indianapolis, Ind.; H. D. 
Fenske, Detroit, Mich.; J. P. Haynes, Chicago, Ill.; Saml. Hern- 
don, Cincinnati, O.; C. A. Lahey, Chicago, Ill.; U. E. McFarland, 
Toledo, O.; T. J. McLaughlin, Chicago, Ill.; J. W. Montigney, 
Cleveland, O.; W. J. Hammond, Chicago, Ill.; W. I. Nokely, 
Wyandotte, Mich.; W. H. Ott, Chicago, Ill.; L. V. Simms, 
Detroit, Mich.; H. J. Zimmerman, Akron, O.; J. W. Peters, 
Anderson, Ind.; Kenneth A. Moore, Detroit, Mich. 

Trunk Line region—T. B. Baker, Wilmington, Del.; Earl E. 
Bockstedt, Auburn, N. Y.; F. W. Burton, Rochester, N. Y.; J. A. 
Coakley, Pittsburgh, Pa.; C. D. Dooley, Jersey City, N. J.; 
H. M. Freer, New York, N. Y.; R. C. Fulbright, Washington, 
D. C.; P. L. Howard, Philadelphia, Pa.; C. L. Hilleary, New 
York; N. Y.; W. T. Lowe, Pittsburgh, Pa.; R. R. Luddecke, New 
York, N. Y.; W. E. Maloney, Buffalo, N. Y.: J. S. Marvin, New 
York, N. Y.; D. O. Moore, Pittsburgh, Pa.; Wm. A. Moore, 
New York, N. Y.; C. H. Rolf, Philadelphia, Pa.; A. J. Sevin, 
Pittsburgh, Pa.; H. J. Wagner, Norfolk, Va.; L. Z. Whitbeck, 
New York, N. Y.; Arthur C. Schier, New York, N. Y. 

Western Trunk Line region—J. L. Bowlus, Milwaukee, 
Wis.; F. C. Bryan, Milwaukee, Wis.; Harry S. Dickinson, Den- 
ver, Colo.; Carl Giessow, St. Louis, Mo.; Chas. Shackell, Cedar 
Rapids, Ia.; J. H. Tedrow, Kansas City, Mo.; W. S. Whitten, 
Lincoln, Nebr.; F. P. Willette, Atchison, Kan.; A. T. Sindel, 
St. Louis, Mo. 

Pacific Coast region—I. F. Lyons, San Francisco; L. S. Mc- 
Intyre, Seattle; E. G. Wilcox, San Francisco. 


Executive Committee 


W. H. Day was unanimously reelected chairman of the 
executive committee and John W. Bingham was elected vice- 
chairman. The following were elected as members of the 
executive committee by the board of directors: 

W. P. Libby, R. C. Fulbright, J. W. Bingham, J. P. Haynes, 
G. A. Blair, H. J. Wagner, Carl Giessow, M. M. Emmert, F. B. 
Townsend, W. E. Maloney, Kenneth A. Moore, J. A. Coakley, 
Rene Steigler, J. S. Marvin, A. J. Sevin, T. C. Burwell, C. L. 
Hilleary, R. R. Luddecke, C. A. Lahey, and F. A. Leffingwell. 


Postal Report 


League opposition to enactment of any bill “which purports 
to divert the mail from railroad routes to motor-vehicle routes” 
was recommended by the postal service committee, R. F. Boh- 
man, chairman. The committee reviewed the situation with 
respect to H. R. 12765, a bill to provide for the transportation 
of mails on motor-vehicle routes. It said the measure was 
opposed by the Association of American Railroads. The execu- 
tive committee recommended that the recommendations of the 
committee be tabled. The League approved the executive com- 
mittee’s action and the report was received without action. 


Government Ownership, Etc. 


The special committee on government ownership and or 
operation of the railroads, R. F. Bohman, chairman, recom- 
mended the continuance of its educational campaign and that 
the League reiterate its opposition to government ownership 
of the railroads, and that the legislative committee be in- 
structed to oppose in the name of the League the enactment 
of so-called “make-work” bills which it said undoubtedly would 
again be submitted by the railroad labor leaders at the next 
session of Congress. This was approved by the executive com- 
mittee and the League. 

“Your committee believes,” said the report, “that the drift 
toward government ownership is still an active virile force; 
that the railroad situation is such that government ownership 
and political control of the railroads is still an imminent 
danger; that in view of labor’s announced attitude and in view 
of pending problems, the question is pertinent whether the 
railroads will be damaged again in spite of general economic 
recovery. The restoration of full prosperity in this country 
requires the abandonment of policies which undermine the 
earning capacity of the railroads.” * 


Land Grant Rates 


Cancellation of land grant rates was recommended by the 
same committee. It recommended that the League, through 
counsel, draw up a bill seeking repeal of the land grant rate 
obligation imposed on the railroads by the federal government 
for submittal to the next Congress and that the proper League 
committee be instructed to make every effort with the support 
of League members to obtain its enactment. Study of the 
land grant rate question was made by the committee, which 
said that the land grant rates unquestionably operated to the 
disadvantage of many of the League members as well as to the 
disadvantage of many railroads. In part the committee said: 
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The preferential rates enjoined by the government because of the 
land grants contract are a greater burden upon the railroads today 
than ever. While the land grant rates are perfectly legal, yet at the 
same time, it must be recognized that the government has been fully 
repaid in the past fifty years, not only by the reduced rates, but by 
the increase in the value of the land it held which was brought about 
by railroad service. In other words, the government was fully com- 
pensated by an increase in the value of the land retained greater 
than the value of all the land before transportation was available. 

For the five-year period ended December 31, 1928, savings to the 
federal government from land grant rates (compared with standard 
rates) averaged about $5,000,000 annually. Approximately 50 per cent 
of these savings accrued from the transport of mail at reduced rates; 
11.5 per cent from the movement of troops; and 38.5 per cent from 
the carriage of freight. 

While data has not been compiled subsequent to the year 1928, 
it is believed that because of the expanded activities of the federal 
government within recent years, the aggregate of land grant rate 
concessions to the government is greater than $5,000,000 annually, 
possibly in the neighborhood of $6,000,000. 

At the time these land grant contracts were made the reduction 
in transportation charges on government property, which the rail- 
roads thereby agree to, contemplated the ordinary movement of army 
and navy supplies and other materials for government use. There 
certainly was not any contemplation at that time of such tremendous 
volume of traffic controlled by the government as is the case today. 

When this land grant deduction was established, the mail traffic 
was of much less importance than at present. The inauguration of 
the ‘‘parcel post’’ has diverted vast amounts of traffic from the ex- 
press service to the mail service, and this has increased the volume 
of mail which is subject to the land grant concessions. The express 
service, in the earnings of which the railroads participate, has suf- 
fered seriously from this procedure on the part of the government. 


The land grant reductions were intended to embrace bona fide 
government materials and supplies. Recently, however, the federal 
government has embarked on numerous ventures in competition with 
private business, and there certainly is no fairness in applying any 
land grant reductions to this immense volume of traffic. * * * 

There is another fact which must be also borne in mind in con- 
nection with this subject, and that is the land grant rates now avail- 
able for the movement of government freight have the effect of draw- 
ing materials and supplies from other than natural or logical sources. 
Manufacturers and producers of various commodities used by the 
federal government in federal and semi-federal projects not located 
on land grant routes are oftentimes at a disadvantage when making 
bids on government projects. 

Admittedly, land grant rates are only available for government 
use and only apply on shipments moving under government bills of 
lading. However, the government can and does let bids for quota- 
tions f. 0. b. various points. Bids are sometimes solicited f. 0. b. 
project and, sometimes, f. o. b. specific sources of supply. There is 
no question but what the bidder located on land grant routes has a 
tremendous advantage over others. Obviously, manufacturers and pro- 
ducers located on land grant routes, at times, are awarded bids not- 
withstanding that their cost of manufacture or production and their 
resultant base price may be higher than those of their competitors. 

The conditions here described are in violation of the fundamental 
principles of the interstate commerce act. Our government should not 
practice what it does not and should not condone as regards com- 
mon carrier transportation facilities available to one class of civilians 
as against another. 

Having been fully repaid in benefits already received, the govern- 
ment could properly forego its contract rights under the terms of the 
grants, in so far as they relate to land grant rates, and relieve the 
railroads of their obligation to render services for the government at 
lower than a reasonable and compensatory rate, and what’s more, 
remove the disadvantages some of the members of the league are un- 
doubtedly laboring under when making bids on government projects. 


; 
With respect to the recommendation as to land grant rates 
the executive committee recommended that the League simply 
go on record as favoring the repeal of the land grant rate 
obligations on American railroads as distinguished from prepar- 
ing a bill seeking repeal and pressing for its enactment as 
recommended by the committee. There was considerable debate 
for and against the executive committee’s recommendation. It 
was contended by proponents of affirmative action that here 
was a matter as to which the League should not vacillate— 
that here was a burden on the railroads that should be removed 
in the public interest. Opponents thought the railroads should 
father such,a bill, if there was anything to be done along that 
line. 
A motion to approve the recommendation of the executive 
committee was lost and a motion to adopt the recommendation 
of Mr. Bohman’s committee was carried. 


Grade Crossing Elimination 


The same committee said it also had considered the ques- 
tion of the allocation of the cost of grade crossing protection 
and elimination. It said it was of the opinion that the protec- 
tion and elimination of railway-highway grade crossings was a 
public responsibility and that the costs should be borne by the 
public. It said the principle should be adopted that the cost of 
railway-highway grade separation should be apportioned on 
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the basis of benefits to the users of the highways and the users 
of the railway, respectively. Continuing, the committee said: 


Logic points to the conclusion that the federal government might 
well assume the responsibility of constituting, from among the in- 
terests involved, a competent national investigatory grade crossing 
commission, to ascertain the pertinent facts and to submit recom- 
mendations concerning the policies and principles that ought to pre- 
vail throughout the country with respect to the apportionment of 
the cost of highway-railway grade separation and protection. When 
this task is concluded, the federal government should assume leader- 
ship in educating the parties of interest to a recognition of these 
principles, and in securing the adoption of policies based thereupon. 
This recommendation was made by the Railway Business Association 
and is fully concurred in by your committee. 

Your committee recommends that the League assume leadership 
in the sponsoring of a bill before Congress which will embody the 
views expressed in the foregoing paragraph. 


The above was approved by the executive committee and 
by the League except that it was voted to ask that the Commis- 
sion make the proposed investigation instead of a “national 
investigatory grade crossing commission.” Fear was expressed 
that another permanent government bureau would come into 
existence if a grade crossing commission were created though 
Mr. Bohman said the intention was to have only a temporary 
body. 

The report of Mr. Bohman’s committee, as amended, was 
approved as a whole. 

Just before the League adjourned its meeting late Nov. 20 
L. E. Muntwyler spoke of the great effort that had been put 
forward by Mr. Bohman in the work against government own- 
ership and moved that Mr. Lacey in the name of the League 
write Mr. Bohman a letter of appreciation for his fine work. 
The League adopted the motion. 


Export Bill of Lading 


The bill of lading committee, E. H. Hogueland, chairman, 
recommended changes in contract terms and cond tions, relat- 
ing to water carriage, in part II of the uniform through export 
bill of lading, to conform with the carriage of goods by sea 
act, approved April 16, 1936, effective July 15, 1936. The 
committee said it would be necessary to revise paragraphs 
l(a), 2, 3(a), and 4 of part II of the through export b‘ll. The 
committee said its proposed revision had been submitted to 
representatives of the rail and water carriers and that as soon 
as they had had an opportunity to study the changes, it was 
the plan of the committee to hold a conference to determine 
whether or not agreement could be reached on a revision of 
the bill of lading. If an agreement cannot be reached the Com- 
mission will be asked to set the matter for hearing. The Com- 
mission had assigned the matter for hearing August 10 but 
the League, with others, obtained postponement so as to give 
time to consider changes the new legislation required. 

The committee said a representative of water carriers had 
submitted a tentative draft of a port-to-port export bill of 
lading which was being considered by those lines. It asked 
League counsel to examine and report on the draft. The re- 


port was submitted and received as one of information and 
progress. 


Classification Committee 


The classification committee, Francis J. Dowd, chairman, 
recommended stricking from the docket the matter of attempt- 
ing to obtain restoration by the railroads of dunnage allow- 
ances on shipments in box cars because it had exhausted every 
effort to obtain adoption of the proposal but without success. 
This was approved by the League. 

The committee had been instructed to approve and sup- 
port shippers’ proposal providing for assessment of charges on 
mixed carloads on the basis of the carload rate or rating 
applicable to each article in the mixture, involving a proposed 
change in rule 10. It said it did so but that the carriers said 
they could not see their way clear to make the change proposed. 
It recommended that the subject be stricken from the docket. 
The executive committee, however, recommended that the sub- 
ject be continued on the docket, and Mr. Dowd moved that that 
be done. The League adopted the motion. The report as a 
whole as amended was received. 


Legislative Committee 


The League approved a recommendation of the legislative 
committee, Charles R. Seal, chairman, that the League oppose 
provisions such as those embodied in S. 3787, introduced by 
Senator Logan, of Kentucky, in the second session of the last 
Congress, providing for the establishment of a “United States 
Administrative Court” and all provisions in any proposed legis- 
lation which would undertake to confer on such an administra- 
tive court any of the jurisdiction now enjoyed by the Inter- 
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state Commerce Commission, or any appellate jurisdiction over 
acts of the Commission. The Logan bill, said the committee, 
would give the court jurisdiction and powers to review the 
action of the Commission in refusing to admit any person to 
practice before it or for suspension or disbarment of any per- 
son theretofore licensed to practice before it. The bill further, 
said the committee, would transfer and vest in the new tribunal 
all jurisdiction and authority now vested in the Commission 
“over the revocation of licenses, permits, registrations, or other 
grants for regulatory purposes, including the suspension there- 
of, to the extent that the same was now provided by law.” The 
bill further, said the committee, specifically transferred to the 
new tribunal power of the Commission to revoke certificates 
and permits for the operation of motor carriers as well as 
licenses of brokers of motor transportation. The committee 
said the Commission had made an enviable record as an inde- 
pendent agency undertaking to exercise its functions in the 
light of the experience of its own technical staff and it did 
not believe it was in the interest of the public to impair its 
authority and jurisdiction. The committee said the American 
Bar Association at its meeting in August went on recrod as 
favoring establishment of such a court. 

Due to previous action at other meetings of the League 
Mr. Seal said the only recommendation the committee had to 
make was with respect to the court bill. The report said it 
was generally believed that railroad labor’s ‘“make-work”’ bills 
and the Wheeler government ownership biil would be rein- 
troduced at the next session of Congress. Proposed regulation 
of freight forwarders also might come up, said the committee. 

The committee said if any new subjects arose it might be 
that a special meeting of the League would be necessary. 

The report as a whole was received. 

E. F. Lacey, executive secretary, reporting for C. R. 
Scharff, chairman of the membership committee, said about 
55 new members had been obtained in the last year and urged 
members to obtain new members. 

In that connection President Scott and R. C. Fulbright said 
that the League had taken two important forward steps in the 
last year—the appointment of Mr. Lacey as executive secretary 
and the moving of the League’s headquarters from Chicago to 
Washington. 

I. C. C. Budget and Salaries 


H. J. Wagner, chairman, submitted the report of the spe- 
cial committee on budget of the Commission. It was approved 
by the League. As to the Bureau of Motor Carriers the report 
said: 

The Commission asked for $3,100,000 for the fiscal year ending 
June 30, 1937, and for $3,200,000 for the following year. The appro- 
priation provided for the current year was only $1,700,000 and the 
Bureau of the Budget proposes to recommend only $2,450,000 for the 
fiscal year 1938. The cut in the appropriation requested by the 
Commission for the current year has seriously impaired the ability 
of that body to perform the duties imposed upon it by the motor 
carrier act. The Commission is unable promptly to dispose of pending 
applications for certificates of convenience and necessity and to put 
in full force and effect various regulatory provisions of the act. The 
Commission is urgently in need of additional moneys and should have 
additional appropriations effective at once for the Bureau of Motor 
Carriers in an amount of approximately $750,000. 

We recommend that the League instruct your committee to urge 
the Bureau of the Budget to recommend and Congress to provide an 
additional appropriation of $750,000 for the Bureau of Motor Carriers 
for the current fiscal year and the adoption of the recommendation 
of the Commission for the fiscal year 1938. 


Commissioners’ Salaries 


The report also recommended restoration of the salaries 
of members of the Commission to $12,000 a year. That was the 
salary of a commissioner until 1933 under “economy” legisla- 
tion it was cut to $10,000. Congress has not changed the basic 
salary of $10,000 since that time. In the meantime, said the 
committee, salaries of other federal board members were being 
placed on higher planes. The committee pointed out that mem- 
bers of the Maritime Commission were paid $12,000 a year 
and that salaries of members of the Federal Reserve Board 
were fixed at $15,000 a year. 


“There is no more important administrative tribunal in 
the government than the Interstate Commerce Commission,” 
said the committee. The scope and importance of its activities 
is more far-reaching than that of any other board. Its duties 
have been heavily increased during the past three years by 
imposing upon it a vast amount of regulatory functions deal- 
ing with motor carriers, aeroplanes and other facilities. It is 
constantly being called upon by Congress to make special in- 
vestigations and recommendations on matters of basic impor- 
tance to the entire shipping public. Your committee feels 
that the time has come for the salaries of the commissioners to 
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be paid as the statute provides (that is, old basic salary of 
$12,000), and believes that this should be made effective as 
soon as Congress convenes.” 


Hits Senate Use of |. C. C. Staff 


The I. C. C. budget committee further recommended that 
the League “respectfully petition the Senate to make independ- 
ent provision for cgnducting the investigation under Senate 
resolution No. 71 without depleting the working forces of the 
Interstate Commerce Commission.” The committee pointed out 
that this related to the investigation of railroads under the 
Wheeler resolution which provided that the Senate interstate 
commerce committee should have available the services of the 
staff of the Commission. It said the Senate committee had 
borrowed from the accounting and statistical division of the 
Commission “some sixty of the most efficient men in its serv- 
ice,” and that the accounting work of the Commission was 
not being kept up as formerly and railroad reports were not 
checked as they should be. Furthermore, said the committee, 
the Commission was practically without forces to make inves- 
tigations of proposed revisions of accounts and reports with 
its depleted staff and it was understood the work of the Senate 
committee was far from complete and might consume another 
year. The committee said. it felt the Senate should authorize 
an appropriation for the work to be done under the resolution 
and that the committee should have its own force of account- 
ants and investigators to perform the service without depleting 
the forces of the Commission. (The Senate thus far has au- 
thorized expenditure of $100,000 on this investigation, the Com- 
mission employes being used in addition to persons employed 
by the committee.) 

Each recommendation of the budget committee was ap- 
proved by the League. 


Aeronautics Committee 


A brief report of information was received from the aero- 
nautics committee, W. I. Nokely, chairman. It said the out- 
standing development in point of industrial service had been 
the recent inauguration of freight service between New York 
and Chicago, as distinguished from express service theretofore 
available, this new venture employing specially equipped all- 
metal planes. 


Freight Claims and Prevention 


Dealing with proposed revision of freight claim standard 
forms for investigation with shippers and consignees of claims 
for concealed loss or damage, the committee on freight claims 
and claims prevention, R. A. Cooke, chairman, said the freight 
claim division of the Association of American Railroads sought 
League approval of certain changes in FCD forms No. 14, No. 
15 and No. 16. The committee said it had carefully considered 
both the format and wording of the revised forms, finding the 
changes suggested to be of a minor character, chiefly made 
for clarification purposes and for ease in executing. It said 
the revisions proposed did not in any way detrimentally affect 
the interests of the shipping public, and that, basically, the 
forms were the same as those now in use. The committee 
recommended adoption by the League of the forms as revised 
with the understanding that shippers might continue to use the 
forms now on hand until the supply was exhausted. The 
League approved the report. 

T. C. Burwell brought to the attention of the League the 
fact that it was proposed to hold a freight claim prevention 
month early in 1937. 


Water Committee Report 


The report of the committee on ocean, intercoastal and 
coastwise transportation, George O. Griffith, chairman, was 
largely one of information with respect to the new merchant 
marine act, the carriage of goods by sea act, the false billing 
act (S. 3467), regulation of port-to-port rates, measurement 
of vessels using the Panama Canal; application of the coastwise 
laws to the Virgin Islands, Congress having passed and the 
President having approved S. 754 exempting the islands from 
the coastwise laws until the President had proclaimed adequate 
shipping service existed; the Intercoastal Steamship Freight 
Association and intercoastal bills of lading. The committee 
recommended reaffirmation of the League’s position against 
extension of regulation over water carriers as reaffirmed at 
the spring meeting of the League this year. It recommended 
that the League reaffirm its opposition to any legislation which 
proposed to make substantial changes in Panama Canal tolls in 
line with action taken at the spring meeting by the executive 
committee. As to intercoastal bills of lading, the committee 
recommended that the appropriate committee of the League 
direct its efforts toward obtaining a uniform bill of lading for 
application on all shipments in the intercoastal trade embodying 
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such provisions therein as would be in the public interest and 
not inimical to the rights and privileges of shippers generally 
using the intercoastal trade. As to this the executive com- 
mittee recommended that the subject be sent back to the 
intercoastal and coastwise committee to confer with the newly 
created coastal lines committee and said that if there was 
failure to accomplish anything, the subject should then be re- 
ferred to the League’s bill of lading committee for handling 
with the Maritime Commission. This recommendation was 


approved by the League. The report as a whole as amended 
was adopted. 


Passenger Traffic 


The passenger traffic committee, Joseph H. Donnell, chair- 
man, submitted a report of information with respect to the 
passenger fare situation involving the Commission’s passenger 
fare reduction decision and the taking of that decision to the 
courts by eastern carriers. It would appear, said the com- 
mittee, in the light of results accruing to the railroads through 
the establishment of the lower fares, that there was no longer 
any disposition on their part to press the suit and that it was 
highly probable, if not certain, that at some future date it 
would be dropped by mutual consent. The report was re- 
ceived as one of progress. 

Mr. Cooke brought up the question of fares to conventions, 
pointing out that there had been an increase of four mills a 
mile on the round trip basis in fares to conventions as com- 
pared with the convention fares in effect before the reductions 
required by the Commission’s order in the passenger fare case, 
the railroads having cut out the convention fare arrangements 
previously in effect. As a result Mr. Donnell’s committee will 
be asked_to consider what may be done about restoration of 
convention fares. 


Rates and Tariffs 


Simplification of tariffs and the work of the National Tariff 
Simplification Committee of the Association of American Rail- 
roads was discussed in the report of the committee on rate con- 
struction and tariffs, H. A. Hollopeter, chairman. 

“We have had very congenial relationships with the rail- 
roads’ Tariff Simplification Committee, and as this is a con- 
tinued subject, we recommend that the League’s committee be 
authorized and instructed to proceed to cooperate with the rail- 
roads’ Tariff Simplification Committee with authority to assist 
to mold proper opinion in regard to these matters,” said the 
committee. The recommendation was approved. 

The committee said it had considered the inclination of 
motor carriers, first to induce by various means the consolida- 
tion of rates of many motor carriers into agency tariffs, and 
later to consolidate a number of the publishing agencies into 
one consolidated bureau. It said these consolidated tariffs were 
quite voluminous and were subject to many exceptions and 
restrictions. Further consolidation, it said, increased this objec- 
tion and with motor carriers, perhaps more prominently than 
the railroads, specific and local conditions obtained to influence 
rate structure which were difficult to incorporate in consoli- 
dated tariffs without confusion. It recommended that the 
League advocate that progress in this direction be made slowly 
and carefully by the motor carriers. Without condemning the 
principle of agency tariffs, said the committee, it believed that 
every reasonable provision should be made for taking care of 
specific situations which was not always as consistently pos- 
sible in agency publications as in individual publication of 
tariffs. The executive committee recommended this subject be 


referred to the committee on highway transportation and that 
was done. 


The committee reported it had been unable to make progress 
with its effort to obtain free distribution of intercoastal water 
line tariffs to interested shippers and shippers’ organizations, 
due to the attitude of the intercoastal lines that they should 
not furnish tariffs. It recommended that the League go on 
record that, inasmuch as intercoastal lines’ tariffs were price 
lists of their service, the same as rail tariffs, they should be 
furnished free to shippers and shipper organizations. The 
executive committee recommended that this matter be referred 
to the committee on intercoastal and coastwise transportation 
and that was done. 


The report as a whole, as amended, was approved. 
Demurrage and Storage 


The car demurrage and storage committee, Clare B. Tefft, 
chairman, submitted results of the joint conference, June 26, 
with the committee on demurrage, storage, reconsignment and 
diversion of the transportation division of the Association of 
American Railroads. 

Saying that the proposed change resulted in neither in- 
creases nor reductions, the committee recommended approval of 
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the following proposed addition to demurrage rule 3-B-2, desig- 
nated as paragraph (f): 


(f) When cars subject to Demurrage Rules are unloaded by this 
railroad and lading stored in or upon railroad premises, such cars shall 
be released: 

1. At the time request is received when unloaded upon request of 
consignor or consignee, provided this railroad has obligated itself by 
tariff provision to unload. In the absence of such tariff obligation, the 
car shall be released at the time unloading is completed. 

2. At the time unloading is completed when unloaded for conven- 
ience of this railroad. NOTE: Freight unloaded by this railroad is sub- 
ject to Section No. 2—Storage Rules and Charges, from the time cars 
are released from demurrage rules and charges. 

Cross reference will also be shown, in Section E of Rule 9, to Rule 
3, Section B, Paragraph 2 (f)-1. 


This was approved by the executive committee and the 
League. 

A proposed new note 1 to demurrage rule 1-B-4 (a) dealing 
with private cars and defining a private track, said the com- 
mittee, was not objected to except as to proposed definition of 
what was a private track. The carriers have published the first 
part of the ‘new note in supplement No. 9 to demurrage tariff 
4-P which became effective Sept. 15, 1936. Later the carriers 
submitted a substitute for the track definition which follows, the 
committee referring it to the League for action: 


A Private Track is a track outside of carrier’s right of way, yard 
and terminals, and of which the carrier does not own either rails, ties, 
roadbed or right of way; or a track or portion of a track owned or 
operated by this railroad, and devoted to the purpose of its user 
through a written lease or written agreement, in which case the written 
lease or written agreement will be considered as equivalent to owner- 
ship. When the same private track or portion thereof is used jointly 
by two or more parties with the written consent of this railroad, it will 
be considered the private track of each such joint user. 


Due to lack of expression of opinion on the above, the mat- 
ter was continued on the docket of the committee. 

The committee reported that proposed note 2 to rule 2-A-1, 
which had been objected to, had been taken off the docket. This 
was approved. 

A proposed change in rule 2-B-5 also was reported dropped. 
This was approved. 

As to proposed changes in rule 3-B-2, revising paragraph 
(d) and adding new paragraph (e) the committee said it had 
accepted the proposed changes as being in effect a reduction 
-_ = that its action be approved. The new matter referred 
to follows: 


(d) Cars held only for surrender of bills of lading and/or payment 
of lawful charges, subject to Rule 2, Section B, Paragraph 2, page 43, 
will be released at 7 a. m. of the date the bills of lading and/or law- 
ful charges are received by the agent at the point where the car is 
held, provided the bill of lading and/or lawful charges are sent or 
given prior to the date received. If received the same date sent or 
given, the car will be released at the hour received by such agent. 

(e) Cars held only for surrender of bills of lading and/or payment 
of lawful charges, subject to Rule 2, Section B, Paragraph 2, page 43, 
will be released at the time the bills of lading and/or lawful charges 
are received by the agent of any carrier, which had participated in the 
transportation transaction, at other than the point where car is held. 


This was approved. 


As to rule 4-E, wire notice, the committee said it was 
agreed to withdraw that subject from the docket with the 
understanding that the recodification subcommittee would, in 
dealing with the present rule 4-E, attempt to incorporate in 
the recodification a revision that would be satisfactory to both 
organizations. The committee asked approval of its action. 
The League approved. 

A change in demurrage rule 9 to take care of difficulty 
that had arisen in attempting to collect demurrage charges on 
cars reported under the average agreement rule when there 
was default in the payment of charges, which resulted in can- 
cellation of the credit privilege in the middle of the month was 
submitted by the committee with the recommendation that it 
be approved. The League approved. 

The committee recommended approval of a proposal to 
broaden the average agreement somewhat by including the 
words “processing or fabricating plant” between the words 
“cotton compress” and “serving various parties” in rule 9, 
section G. The League approved. 

The committee recommended approval of a change in 
storage rule 2-A-1 proposed by the carriers to take care of 
difficulties encountered in giving written notification, brought 
about by the pick-up and delivery tariffs of the southeastern 
roads. The League approved. 

The committee recommended approval of proposed storage 
rule 4-C-1, the rule having been proposed for the purpose of 
clarification and to make it more consistent with other rules 
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in the tariff in connection with the computation of time on 
shipments held under the storage rules. The League approved. 

Approval also was recommended of proposed changes in 
storage rules 5-A and B in order to make it conform to 
changed business conditions. The League approved. 

The carriers asked the League committee to agree to change 
demurrage rule 2-B-3 to read as follows: 

“At stations where grain, seeds (field or grass), grain 
screenings or seed screenings, soy (soya or soja) beans, hay 
or straw, must be inspected or graded,” etc., the new words 
being “grain screenings or seed screenings.” 

The committee recommended approval of the change. The 
League approved. 

The committee also recommended approval of a proposed 
change in demurrage rule 8-A-2 to provide that written state- 
ments in connection with frozen condition of shipments in 
other than tank cars, will not be sent or given the railroad 
agent until after actual placement. The League approved. 


Demurrage and Strikes 


Chairman Tefft brought up the question which he said 
had been brought to the attention of his committee of diffi- 
culties arising from accruing of demurrage due to strikes. He 
emphasized that the issue raised was a difficult one for 
which to find the proper solution, neither the shipper nor the 
carrier being responsible. He said the matter was worthy 
of study. It was decided the matter should be placed on the 
docket of the committee for consideration. There was also 
placed on the docket of the committee the question of what 
to do about demurrage accruing on account of floods or other 
acts of God. 

The report of the car demurrage and storage committee 
as a whole was approved. 


Diversion and Reconsignment 


R. V. Craig, chairman, submitted a brief verbal report for 
the committee on diversion and reconsignment. After a dis- 
cussion of a proposed exception 2 to rule 12 to take care of 
cars delivered on private sidings and then rejected, in which 
it was revealed there was no interest in the matter, it was 
voted to drop the subject. 


Terminal Services 


In the absence of G. A. Blair, chairman, John S. Burch- 
more, League counsel, submitted the report of special com- 
mittee on Ex Parte 104, part II, terminal services of Class I 
railroads, and discussed the litigation involving the action of 
the Commission in cases in that proceeding. The committee 
report, one of information as to the status of the litigation and 
related matters, was received as one of information and prog- 
ress, and a motion that the work of Mr. Blair’s committee be 
endorsed was adopted. The Commission orders in issue require 
the cancellation of spotting allowances to various individual 
industries and at certain others the discontinuance of perform- 
ance of spotting services under the established freight rates, 
said the report. The committee said members were urged to 
bear in mind there was, in these proceedings a serious threat to 
the continuance of the long standing custom and practice of 
including in the freight rates spotting services on cars originat- 
ing and delivered on private sidetracks. 


Car Service 


The report of the transportation instrumentalities and car 
service committee, John B. Keeler, chairman, dealt with the 
request of a League member that the railroads grant privilege 
of stopping in transit partly to unload shipments moving under 
order notify bills of lading. Canvass of the members of the 
committee disclosed divergence of views on the subject, said the 
report which submitted the matter without recommendation as 
to what action should be taken. There was no recommendation 
by the executive committee and a motion by Mr. Keeler that 
the committee be authorized to strike the matter from the 
docket was adopted. 


Cooperate with Executives 


The committee to cooperate with transportation executives, 
L. E. Muntwyler, chairman, with respect to a request that the 
eastern lines arrange to docket, in the future, all proposed 
changes in rates affecting coal, coke and iron ore, similarly 
as was being done in other territories and on other commodities 
in all territories, reported that the eastern traffic executives 
concluded there should be no change in the present practices 
of the coal and coke committees dealing with this subject, D. T. 
Lawrence, chairman of the executives’ committee, according 
to the report, said the eastern carriers believed that the pre- 
ponderance of view of those interested was opposed to any 
change. Inquiry as to “preponderance of view of those inter- 
ested” brought the reply from Mr. Lawrence that he referred 
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to “views of interested shippers, particularly those who are 
members of the respective National Coal Associations repre- 
senting producers and distributors.” The committee said if the 
desire was to have the matter pursued it recommended that 
the matter be put to the executives of the Association of 
American Railroads. It said clearly nothing more could be 
accomplished through the eastern roads’ executive committee. 
However, the executive committee recommended and the League 
approved the recommendation that the report be approved and 
the matter continued in the hands of the committee for further 
handling. 

With respect to the docketing of proposed changes in rates, 
ratings, rules and regulations by intercoastal water carriers the 
committee reported that the board of governors of the Inter- 
coastal Steamship Freight Association had approved the plan 
since made effective for publication of all applications for 
changes in rates, rules and regulations in the Daily Traffic World 
and Traffic Bulletin and the weekly Traffic Bulletin in a manner 
similar to that followed by the railroads. 

The committee reported it had suggested to the American 
Trucking Associations, Inc., that it consider adopting the same 
policy as had been in effect for years with rail carriers, in the 
matter of docketing changes in truck carrier rates, ratings, rules 
and regulations. Mr. Muntwyler said the trucking association 
proposed to docket proposed changes in motor rates in its 
organ, and, if it did, the request of the League would have been 
met. 

The committee said the question as to whether the time had 
arrived where it was no longer considered desirable to per- 
mit the rail carriers to change rates, rules and regulations 
to meet motor truck competition without docketing was sub- 
mitted to the committee and members and, with one exception, 
the committee was unanimously in favor of continuing the pres- 
ent plan until such time as the motor carriers had in effect a 
more orderly plan for the issuance and maintenance of its clas- 
sification, tariffs and exceptions. The committee recommended 
that the matter be continued on the docket for watching and 
action to return to the original League agreement on docket- 
ing when warranted. 

There was suggestion that the appropriate League com- 
mittee look into the practice of motor carrier members of motor 
freight bureaus being denied the right of publishing rates they 
desired to publish if there was objection by other members of 
the bureau. It was contended that motor carriers were being 
deprived of the right of independent action and the view was 
expressed that there was violation of the Sherman anti-trust 
act involved. 

The report of the committee as amended was adopted. 


Express Committee 


The report of the express committee, J. R. Van Arnum, 
chairman, dealt with the proposal to make arrangements 
whereby the Railway Express Agency would docket changes 
in rates and presumably hold public hearings in the same man- 
ner as was followed by the rail carriers. The committee in its 
conferences with officials of the express agency, however, dis- 
covered, according to the report, that the express agency did 
not have the freedom of action as to rates that the rail car- 
riers had, the express agency being subordinate to the rail 
carriers over which it operates. It said it appeared all pro- 
posals involving changes in express rates must be submitted to 
a committee of rafiroad officials. It recommended that the 
League specifically authorize the express committee to cooperate 
with transportation executives to enter into negotiations with 
such railroad executives for the purpose of inaugurating a 
system of docketing of proposed changes in express rates and 
conducting public hearings at which shippers might appear to 
present their case. In the absence of Mr. Van Arnum, Mr. 
Muntwyler submitted this report. The executive committee 
recommended that the committee recommendation be tabled. 
In the discussion it was stated that it would be impossible 
to accomplish the objective sought and that it was better to 
leave the situation as it was. The League agreed and laid on 
the table a motion to approve the report. 


Inland Waterways Committee 


The inland waterways committee, F. S. Keiser, chairman, 
recommended League opposition to such legislation as proposed 
in S. 3501, introduced by Senator Copeland, of New York, pro- 
viding for governmental regulation of manning wages and 
working conditions for seamen and eight-hour shifts and pro- 
hibition against permitting any other work by crews. This was 
approved. 

The committee also recommended the dropping of efforts 
to take to court the Commission’s decision in No. 26143, Nichol- 
son Universal Steamship Company et al. vs. Pennsylvania et al., 
involving refusal of certain railroad carriers to establish 
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through routes and joint rates with boat lines operating on 
the Great Lakes. 

This case involves the right of an independent water carrier 
to invoke section 3 of the interstate commerce act. The 
executive committee recommended that the entire subject 
be turned over to the chairman of the legislative committee 
with instructions that he proceed as early as possible to under- 
take to obtain modification of section 3 of the act so as to 
correct the situation brought about by the Commission’s deci- 
sion. A suggested amendment to accomplish the end in view 
was submitted. The action of the executive committee was 
approved but the text of the proposed amendment was not ap- 
proved as such but only as a suggestion of how the amendment 
might be made. 

The report also dealt with S. 1636, relating to through 
routes and rates, the recommendation being that the subject be 
continued on the docket so that the revised bill as reported by 
the Senate interstate commerce committee and amended by 
Senator Wheeler and the Senate might be studied. This was 
approved. On motion of Mr. Fulbright it was voted to oppose 
such legislation as contained in the first paragraph of the bill, 
namely: “The elimination of any existing through route or 
joint rate, fare, charge or classification without the consent of 
all carriers, parties thereto or authorization by the Commis- 
sion, shall be deemed prima facie unreasonable and contrary 
to the public interest.” 

The report as a whole as amended was adopted. 


Fibre Containers 


The special committee on fibre containers for export ship- 
ments, C. D. Roxby, chairman, reported no new developments 
in the last year in connection with export shipments made in 
fibre containers and recommended that, as a precautionary 
measure, the committee should continue its existence. The re- 
port was adopted. 


Railroad Accounting Rules 


The special committee on accounting and depreciation rules 
for steam railroads, W. H. Day, chairman, said it felt that the 
League should endeavor in every way possible to bring about 
the adoption of some system of cost accounting by which the 
shippers might be able to determine better the cost of railway 
service. The committee said that as the League had taken 
no affirmative action on this subject for several years it 
reviewed the history of the League’s activity on the subject. 
The report dealt with the report of Mr. Eastman as Federal 
Coordinator of Transportation on his investigation of cost find- 
ing for regulatory purposes in rail transportation. In Ex Parte 
91, said the committee, the League advocated a wholesale 
change in the methods followed by steam railroads in report- 
ing their receipts and disbursements. It said the Coordinator 
had reached the conclusion that it was not necessary at this 
time to undertake such a wholesale revision of railroad ac- 
counting practices and had devised a plan which would not 
impose a heavy new burden of accounting or statistical expense 
on the railroads. It said the plan represented a compromise 
between the basic revision of accounts as advocated by the 
League and the present system “under which there is no way 
on earth to tell what are the costs of any particular classes of 
railway traffic.”” It said it felt the work accomplished by the 
Coordinator was constructive and that the plan would meet to a 
large degree the demand which had been made by the League 
for the last ten years for some current ascertainment of rail-, 
way service costs. The committee said it felt the League should 
request the Commission to adopt the Coordinator’s report to- 
gether with such changes and modifications therein as might 
seem advisable in connection with the Commission’s study of it. 
It recommended that the plan, if possible, be tested out on one 
line in each of the major districts. 

The committee also reported as to a matter submitted by 
Dr. M. O. Lorenz, director of the Commission’s bureau of 
statistics, inviting suggestions with respect to reports required 
from steam carriers on a system basis, involving, among other 
things, possible elimination of information in reports of indi- 


vidual corporations included within a system. In part the com- 
mittee said: 


Your committee has given consideration to the subject and feels 
that it is important for the League to oppose any elimination of sta- 
tistical data as to revenues, expenses, traffic and other data now sub- 
mitted by the respective individual corporations, through coverage of 
such items on the part of a system made up of two or mure such cor- 
porations. The shippers have only an indirect interest in the nature and 
content of consolidated returns of affiliated railroad corporations. We 
believe it would be in the interest of the public, including the shippers, 
that the balance sheets and profit and loss statements made public by 
such systems should reflect in as clear manner as possible a true pic- 
ture of the enterprise involved in the railway system. They should 
clearly reflect the extent to which a given railway system is interested 
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in other transportation systems, no matter what may be the agency of 
transportation employed. Such reports should reflect the indirect con- 
trol which is or may be exercised by given railroad systems over any 
other transportation companies or agencies. We believe there is a pub- 
lic need for disclosure of information bearing upon the intercorporate 
relationships and upon the operation of competitive systems of trans- 
portation through common ownership or control. 

Your committee recommends that the League endorse these views 
and authorize its representatives to take such action as they may con- 
sider proper to make such views known to the Commission and to pre- 
vent the elimination of needful statistical data from the reports of 
individual railroad corporations. 


Mr. Fulbright submitted the report which was adopted as 
a whole by the League. 

Special League committees on cooperative procedure be- 
fore the Commission and to cooperate with the Federal Coor- 
dinator of Transportation were discharged. 

On motion of Mr. Chandler the League directed that the 
Pennsylvania Hotel and the New York committee on arrange- 
ments for the meeting be thanked. 

At the conclusion of the meeting James Mayer, president of 
—  _geeeaa Industrial Traffic League, addressed the members 

riefly. 


NEW SOUTHERN CLASS RATE CASE 


Acting on the petitions of southern state commissions and 
southern shippers, the Commission has decided to institute a 
new southern class rate case. There is an old case of that sort, 
instituted in February, 1922, and decided July 7, 1925, 100 
I. C. C. 513, 109 I. C. C. 300, 113 I. C. C. 200, and 128 I. C. C. 
567. The recent petitions asked for an investigation of such 
rates within southern territory, on account of changed condi- 
tions since 1925. 

But it is the belief of the Commission that if it instituted 
a proceeding so limited, it would receive requests for its broad- 
ening so as to include related interterritorial rates. Therefore it 
has decided to receive, on or before December 12, communica- 
tions with respect to the proposed investigation, either asking 
that it be broadened or that it be not broadened, with reasons 
for the action desired. 

Announcement of the Commission’s decision in the matter 
was made by Secretary McGinty in a notice to all concerned, 
a Class Rates within Southern Territory, reading as 
ollows: 


Petitions have been filed with the Commission by the Joint Con- 
ference of Southern State Commissioners and Shippers, the State regu- 
latory commissions of various southern states, the Southern Traffic 
League, the North Carolina Traffic League, the South Side Virginia 
Just Freight Rate Association, and certain other commercial organi- 
zations and shippers, alleging that the present class rates within sonth- 
ern territory are unjust and unreasonable and praying that the Com- 
mission institute an investigation into said class rates. 

The Commission has decided to grant this request and is therefore 
prepared to enter an order instituting an investigation into the reason- 
ableness of class rates within southern territory, to be defined as in- 
cluding the region bounded on the north by the line of the Norfolk 
and Western Railway Company between Norfolk, Va., and Kenova, W. 
Va., and the Ohio River between Kenova and Cairo, Ill., and on the 
west by the Mississippi River between Cairo and the Gulf of Mexico, 
excluding rates between local points on the line of the Chesapeake and 
Ohio Railway Company in Kentucky, and including rates between south- 
ern territory, on the one hand, and north-bank Ohio River crossings, 
the so-called southern Ohio group, and Helena, Ark., on the other hand. 
Such an investigation would be confined to class rates within southern 
territory, without including any interterritorial rates to or from such 
territory, and the issue would be limited to the matter of lawfulness 
under section 1 of the Interstate Commerce Act. 

It is the belief of the Commission that, if such an investigation is 
instituted, requests will probably be made at once that it be broadened 
to include various related interterritorial rates, and perhaps that the 
issues be broadened also. It seems desirable that such matters be given 
consideration before the investigation is instituted rather than after- 
ward. 

Therefore, the Commission will receive, on or before December 
12, 1936, communications with respect to the proposed investigation, 
either asking that it be broadened, stating explicitly what broadening 
is desired and why, or giving reasons why it should not be broadened 
but confined within the limits above indicated. 


RAIL HOURS OF SERVICE 

The Commission’s Bureau of Safety has issued a statistical 
analysis of the carriers’ monthly hours of service reports cover- 
ing all railroads which reported in the year ended June 30, 
1936, instances in which employes were on duty for periods 
other than provided by the federal hours of service act, to- 
gether with a comparative summary covering the years ended 
June 30, 1932-1936, both inclusive. Copies of the analysis may 
be obtained from the superintendent of documents, Government 
Printing Office, Washington, D. C., at 10 cents each. 
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RATE CHANGE PROPOSALS 


The Traffic World Washington Bureau 


Asking the Commission to continue the present emergency 
charges until sixty days after it shall have made its decision on 
the issues in reopened Ex Parte No. 115 (see Traffic World, 
Nov. 21), Class I railroads have placed before the regulating 
body a picture of their financial condition that is a bringing to- 
gether of data that have been current but not generally 
assembled. 


Chief feature in that assemblage of facts is the one that 
without the emergency charges Class I railroads would have 
failed to earn by approximately $60,000,000 their fixed charges 
for the first eight months of 1936. In a petition asking for a 
continuance of the emergency charges, which will expire with 
the year if the Commission refuses to make an extension, the 
carriers point out that in the first eight months the net income 
of the Class I railroads was approximately $16,400,000. The 
petition adds that in that period the emergency charges pro- 
duced revenue to the Class I roads of $77,000,000. 


“Under all the circumstances,” says the petition asking a 
continuance, “the carriers respectfully submit that it is not in 
the public interest that their revenues should be decreased after 
January 1, 1937, by a sum which will represent an abrupt drop 
of approximately ten million dollars a month.” 

It is apparent, says the petition, that the Commission can- 
not hear and determine the issues involved for a considerable 
period following the initial hearing January 6, 1937. The present 
emergency charges will expire, continues the petition, December 
31, 1936, in the absence of further order or orders by the Com- 
mission. 


“Should these emergency charges be allowed to expire on 
that date,” says the petition, “your petitioners would suffer a 
drastic decrease in their revenues pending the decision of the 
Commission in Ex Parte 115 with respect to the proposed 
changes in base rates and charges.” 

A continuance of the present charges for sixty days after 
the decision in reopened Ex Parte No. 115 would enable the 
carriers to make changes: in their tariffs in accordance with 
whatever decision the Commission might make, in an orderly 
manner. 

With the petition for a continuance of the present charges, 
the carriers filed the rate changes they proposed to make when 
they asked the Commission to set aside outstanding orders in 
nearly a thousand cases so that they might file specific tariffs 
and the Commission instituted Ex Parte No. 118, which was 
discontinued when the Commission reopened Ex Parte No. 115. 

The petition of the railroads in which they set forth their 
condition to show their great need for the revenues yielded by 
the emergency charges, in- part, follows: 


Many important railroads which were able to earn their fixed 
charges during the first eight months of 1936 would have failed to do 
so and would have incurred large deficits if they had been deprived of 
the revenue resulting from the emergency charges. Examples are 
shown in the following table: 


Net income 

before 
Emergency emergency 

Road Net income charges charges 
New York Central ...........- $2,367,932 $7,776,400 $5,408, 468* 
Erie R. R. (including C. & E.). 575,771 2,125,582 1,549,811* 
Chicago, Burlington & Quincy. 1,029,253 1,515,608 486, 355* 
De. VOR vin vine dbawedes's 444,401 1,189,817 745,416* 
1,411,885 634,833* 


ees:  MOCUNONT: << vias haw sraicans 777,052 


*Deficit. 


Many other important railroads failed to earn their fixed charges 
during this period and would have incurred much greater deficits in 
net income if they had been deprived of revenue resulting from the 
emergency charges. The following are examples: , 


Net income 
before 
Emergency emergency 
Road Net income charges charges 
Baltimore & Ole: .icccvecsecs $ 860,806* $4,593,056 $5,453,862* 
Illinois Central (including Y. 
We RE: A ree ae 2,692, 759* 2,249,017 4,941, 776* 
Delaware, Lackawanna & West- 
Be” Sivedenss sank scduveewes 952,564* 1,069,637 2,022,201* 
*Deficit. 


Still other important railroads would have earned their fixed charges 
during the first eight months of 1936 without the revenue attributable 
to the emergency charges, but if they had been deprived of this rev- 
enue their net incomes would have been reduced by large amounts. 
Exampls follow: 
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Net income 
before 
: Emergency emergency 
Road Net income charges charges 
Southern Pacific Co. (includ- 
ing Tex. & New Or.) ...... $2,754,506 $ 1,394,383 $1,360,123 
Pennsylvania R. R. .......... 19,443,068 10,091,102 9,351,966 
Atchison, Topeka & Santa Fe 
MIE siaka 5 xaa xecatatndudes 3,174,299 1,592,510 1,581,789 


While the rate of return on property investment of the Class I rail- 
roads for the first eight months of 1936 of 2.3 per cent (which would 
have been only 1.8 per cent in the absence of the emergency charges) 
was more favorable than the corresponding figure during the depth of 
the depression, it compares very unfavorably with the rate of return 
of 4.67 per cent for the average year in the five-year period 1925-1929. 
Again, the net income for the first eight months of 1936 of approxi- 
mately $16,400,000.00 (which would have been a deficit of approximately 
$60,600,000.00 in the absence of emergency charges) is to be compared 
with an average annual net income of $773,283,114.00 for the period 
1925,1929. 


During the first eight months of 1936, railroad companies having 
an aggregate mileage of more than 113,000 miles, constituting 48 per 
cent of the total Class I railroad mileage in the United States, failed to 
earn their fixed charges by $108,000,000; and if the emergency charges 
had not been in effect, railroad companies having an aggregate mileage 
of more than 155,200 miles, constituting over 65 per cent of the total 
Class I railroad mileage in the United States, would have failed to earn 
their fixed charges by approximately $145,000,000. 


Further light is thrown upon the financial condition of the rail- 
roads by the fact that railroad companies having an aggregate mileage 
of more than 70,000 miles, constituting 28 per cent of the total mileage 
in the United States, are now in the hands of trustees or receivers. 

Taking the year ending August 31, 1936, the Class I railroads had 
an actual net income of approximately $96,400,000.00; without the 
revenue of approximately $115,000,000.00 attributable to the emergency 
charges there would have been a deficit of approximately $18,600,000.00 
in net income. 


The actual rate of return on property investment for the Class I 
railroads for the year ending August 31, 1936, was only 2.32 per cent; 
without the revenue resulting from the emergency charges the rate of 
return would have been only 1.88 per cent. 


Although the volume of traffic during the current year has shown 
an improvement as compared with the years immediately preceding, it 
is self evident that the railroads are not in a position to withstand the 
loss of revenue which would result from the elimination of the emer- 
gency charges during the period the Commission is considering the 
changes in base rates and charges under its order in Ex Parte 115 of 
November 18, 1936. Even with the continuation of the emergency 
charges for this period the railroads will still be in dire need of addi- 
tional revenues which are to be obtained, if at all, only in the event of 
a very substantial increase in the present volume of traffic. 


The emergency charges were authorized by this Commission upon 
a showing by your petitioners that operating expenses, on the basis of 
1935 business, had increased by some $260,000,000 as a result of in- 
creased unit labor costs and increased unit prices of materials and 
supplies. The unit costs of railway labor are now the same as at the 
time of the previous showing, and the unit prices of materials and sup- 
plies are slightly higher. The increased operating costs, due to these 
increased unit costs and prices on the basis of 1936 business, will be 
more than $300,000,000. 


Early in the year 1937, the carriers will be required to pay into 
the Treasury of the United States, under Title IX of the Social Se- 
curity Act, one per cent of the total wages of their employes. In ad- 
dition to such payment, the carriers will be called upon to pay into 
the Treasury either three and a half per cent upon their total payrolls, 
under the act to levy an excise tax upon carriers approved August 
29, 1935, or to pay one per cent upon said payrolls under Title VIII of 
the Social Security Act, unless both such acts should be declared un- 
constitutional. While in many cases, reserves have been created to care 
for some or all of these prospective payments, yet the fact remains 
that the carriers will be required to disburse large sums in cash by 
reason of these enactments. e 

Under all the circumstances, the carriers respectfully submit that 
it is not in the public interest that their revenues should be decreased 
after January 1, 1937, by a sum which will represent an abrupt drop of 
approximately ten million dollars a month. 

Wherefore, premises considered, petitioners pray that this Hon- 


orable Commission enter such order or orders as may be necessary or 
appropriate to enable the carriers to continue to apply such emergency 
charges as may be in effect by authority of the Commission on Decem- 
ber 31, 1936, until sixty days after the Commission shall have made its 
decision upon the issues which will be heard at the hearings in this 
reopened proceeding beginning January 6, 1937. 


The additional commodity rate increases, made a part of 
the proposals already in Ex Parte No. 118 which were to be 
transferred to reopened Ex Parte No. 115 (see Traffic World, 
Nov. 21) so as to make the vroposals complete, follow: 


Between points in Pacific Freight Tariff Bureau Territory (South 
Coast) also between points in Pacific Freight Tariff Bureau Territory 
(South Coast) on the one hand and all other interstate points on the 
other hand. 
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Commodity Commodity 
Commodity Rate Increases Commodity Rate Increases 
(Cents per 100 Ibs.) (Cents per 100 lbs.) 
Agricultural Implements ..... 2 Linters, Noyles and Regins, 
Agricultural Implements and EE a ctl bin cee hekhe eel 3 
IY i wr Anant Kite 6 wie ok 4 Lathing (wood shavings com- 
EE eee: pressed with binders) ...... 3 
Apple chops, cores, pomace A Et Fe 2 
a Ss bias wai bonis 0 3 ee Sn 65 0bncees poe es 1 
Ash, voleanic ..... Te Meats, fresh, NOIBN ........ 3 
Bark, Mangrove or Wattle . 3 Meats, cured, dried or smoked, 
CO ES ee a SE: Vakubeweis dsouee toe wee 3 
Borate Rock aah: gin ill a Mica or Vermiculite, other 
Brass or Bronze, also residues OE ee Seer ty 2 
7 OE a ree 2% RP ere 3 
ON eee 3 Peanut hulls or chaff ....... 1 
RID vodiaty. siwia'ab nine ¥ ome 2 | SRE Tr 3 
Cemraoeh, WO0d 2... cccccscres 2 Pith, Dehydrated Sugar Cane. 1 
Clay, other than common or Plaster TOTRTGO  .cccccccccce 3 
Re lata OES. ohn: 2 tiers iho 8 2 POMEGO, STEPS ....cscccsesses 1 
OR ree 2 ES ee 2 
Coal or Coke, ground ........ 3 ne 1 
SN Gon biewes anos re | Rings, Hot Top, made from 
REA ero eee clay or silica sand ......... i 
Dolomite, roasted ........... 2 Roofing and Building Mate- 
Earth, Diatomaceous, Fullers a ee ee ee 3 
ee 2 Rosin Dross or Batting Dross. 4 
rere eee 3 DN Sobecke seas eees 4 
0 ea ee ee DED shorty eedakenbvccks’ 2 
Fencing, wood and wire com- ee, 2 
ee eee se 2 ON ES Pe eer eee ee 2 
a ee 2 Shingle Tow or Shavings .... 3 
Flaxseed, ground or screen- Dt ES cris ekadtnsueee 3 
eis ie ee eh eine 2 Sa iia a aienc ee ees 2 
Flint, quartz or silica ....... 2 Tankage, other than Feeding 
ee eer eee 2 oe ee ee 1 
Ce re i - ee ere 4 
Handles, broom and mop .....2 Tobacco Stems, other than 
Iron Ore (not ground) Utah to TE ee eet eee 4 
California only .. ‘ 10* EE, a caiktes anaes eektaenes 4 
Pig iron and spiegel-iron or yf Fe 4 
spiegel-eisen ........... ...207 Tanks or Towers, iron or 
EE Sea th ans phx eine mis oo 2 tis Bi seieveetacue se’ 4 
NN EEE 1 a, a a eee 2 
Lime, carbonate of, NOIBN .. 2 Te, SEES: S59 i sb eee vee ees 3 
Lime Sludge or waste, dried. 2 Whiting or whiting substi- 
Linseed, ground or screenings. 2 - ovtsceneoaee dee ben wean’ 2 





*Per ton of 2,000 lbs. 
+Per ton of 2,240 Ibs. 


Argument for Temporary Extension 


The Commission will hear argument December 10 on the 
petition of the railroads for a temporary extension of the exist- 
ing emergency charges beyond December 31. 

The Commission’s notice announcing the argument on the 
petition of the carriers follows: 


Upon consideration of the petition of the Class I railroads dated 
and filed herein November 21, 1936, for extension of the existing 
emergency charges pending consideration of proposed changes in base 
rates, until 60 days after the Commission shall have made its decision 
upon the issues which will be heard at the hearings in this reopened 
proceeding beginning January 6, 1937, the Commission has reopened 
this proceeding for further oral argument at its office in Washington, 
D. C., December 10, 1936, 10 o’clock a. m., upon the question whether 
the orders entered in this proceeding June 9, 1936, shall be modified 
so as to permit such emergency charges as may be in effect Decem- 
ber 31, 1936, to remain in effect for some designated period beyond the 
latter date, or until sixty days after disposition of the issues con- 
cerning which this proceeding has been assigned for further hearing 
on January 6, 1937. 

Parties making requests for assignment of time at the oral argu- 
ment above referred to should bear in mind the limited time available 
for the argument and the consequent necessity of coordinating their 
presentation and avoiding duplication. Requests for assignment of 
time must reach the Commission not later than December 4, 1936. 


K. C. K. V. & W. REORGANIZATION 


The Commission’s Bureau of Finance in Finance No. 10480, 
Kansas City, Kaw Valley & Western Railroad Co. reorganiza- 
tion, has recommended that the Commission find that the 
equity of the preferred and common stockholders in the prop- 
erty of the debtor, if any such equity exists, has no value. It 
has also recommended the Commission find that the probable 
maximum amount that reasonably may be expected to be avail- 
able for a return on the investment in the property in divi- 
dends or interest or both will not exceed $17,000 a year. These 
recommendations are made in connection with changes pro- 
posed by the bureau in the debtor’s plan of reorganization. 

The bureau also recommends that labor claims and the 
claims resulting from operations be found to be entitled to 
the preferential treatment accorded them in the debtor’s plan 
over the bonds now outstanding. Provision was made in the 
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plan of reorganization for preferential treatment of the em- 
ployes of the line which kept it in operation in the worst part 
of the depression. The court which has charge of the reorgani- 
zation, however, did not provide for preferential treatment of 
other operating claims. The bureau said the Commission should 
find that the debtor’s plan should be modified to provide for 
the exchange of 4 per cent noncumulative nonvoting preferred 
stock of $10 par value a share, for the labor and other operat- 
ing claims; that this preferred stock should be issued to the 
labor claimants at a par value equal to one-third the amount 
of their claims, and to the holders of corporate, receiver, and 
trustee operation claims, of interline freight claims and to the 
Kansas City Public Service Co. at one-quarter of the amount 


of their claims. The bureau also recommended collateral 
changes. 


LOANS TO RAILROADS 


The Federal Emergency Administration of Public Works 
has announced that $200,529,000 was lent to 32 railroads for 
rolling stock, motive power, modernization and improved plant. 
Sale of securities taken by the PWA to cover the loans resulted 
in a profit of $3,218,247, according to the announcement, which, 
in part, follows: 


PWA’s loans—there could be no grants to private institutions— 
enabled the 32 railroads to construct and purchase three high speed 
streamlined trains, 195 locomotives, 303 passenger cars, 36 mail and 
express cars, which went to make up a number of other well known 
high speed trains; and 24,170 freight cars. It also enabled the repair 
and reconditioning of 1,928 locomotives, 947 passenger cars, 40,877 
freight cars, and the equipment of 300 freight cars with automatic 
loaders. Considerable reconstruction of roadbeds, bridges, culverts 
and other structures also took place, including completion of the 
electrification of the Pennsylvania Railroad from New York City to 
Washington. 

The accounting division reported that if PWA had not been able 
to loan money to railroads the carriers would have been in a less 
advantageous position to care fully for the increased passenger traffic 
which resulted when fares were decreased June 2, 1936. Such trains 
as “‘The Flying Yankee’’ of the Boston & Maine Railroad, which runs 
between Boston and Bangor, Maine, the Illinois Central’s ‘Green 
Diamond,’’ which operates between Chicago and St. Louis, the New 
York, New Haven & Hartford’s ‘‘Comet’’ operating between Boston and 
Providence, the Gulf, Mobile and Northern’s two ‘‘Rebels’’ operating 
between Jackson, Tennessee, and New Orleans; Chicago, Milwaukee & 
St. Paul’s two ‘‘Hiawathas’’ running between Chicago and the Twin 
Cities, and the two trains of the Baltimore & Ohio, the ‘‘Royal Blue”’ 
running from New York to Washington and the ‘‘Abraham Lincoln’’ 
gaia between Chicago and St. Louis all resulted from PWA 
oans. 

The reconditioning and construction of railway equipment together 
with the laying of hundreds of thousands of tons of rails created 
labor for a multitude of workmen, not only in the railroad shops and 
along roadbeds but in the steel and allied industries which furnished 
the raw and fabricated materials. 


DROUGHT RELIEF RATES 


The Commission, by Commissioner Aitchison, by amend- 
ment No. to drought order No. 32, on application of the Great 
Northern, has added to the list of articles on which reduced 
rates on hay apply the following: Ground or chopped sweet 
clover hay or straw; to include in the list of articles on which 
the reduced rates on live stock feed will apply the following: 
Animal feed (consisting of pea straw and hay mixed with 
molasses), copra meal, hemp seed meal, and sorghum grains, 
namely: Darso, durra, Egyptian wheat, feterita, grohoma, hegari 
(higera), Kaffir corn, kaoliang, milo maize, shallu and shrock 
Kaffir. threshed. The order has also been amended so as to 
extend the time in which such reduced rates may be published 
to end with December 31. 

The Commission by Commissioner Aitchison on application 
of L. E. Kipp, by amendment No. 1 to drought order No. 36, has 
extended the time in which reduced rates on hay, feed and 
other forages may be published so as to have it expire with 
December 31, 1936. 


PASSENGER FARE TARIFFS 


The Commission, by Commissioner Aitchison, by amend- 
ment No. 5 to special permission No. 152668 of April 20, 1936, 
in R-M No. 402 of November 24, 1936, has provided for con- 
tinuation, until July 1, 1937, instead of January 1, 1937, of 
the present form of publishing passenger fares in accordance 
with the Commission’s decision No. 26550. In that case the 
Commission established new passenger fares on the basis of 
2 cents in coaches and 3 cents in parlor and sleeping cars. 

When it issued that report and order the Commission 
authorized departure from tariff publishing rules. It required 
that the new tariffs be brought into conformity with those 
rules by January 1 next. This amendment to the orders herein- 
before mentioned puts off the day of compliance with the tariff 
publishing rules until July 1, 1937. 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Michigan.)—Intra-plant switching is 
no duty of common carritr and not a part of “transportation,” 
and is subject to private contract. (Grand Truck Western R. 
Co. vs. Mount Clements Sugar Co., 269 N. W. 208.) 

Line haul and switching tariffs cover usual and ordinary 
services of carrier, which has some regard for its own cost and 
peeeeeenee and must have regard for needs of other shippers. 
—Ibid. 

Carrier owes no legal duty to spot cars solely at shipper’s 
convenience, nor does published switching tariff obligate car- 
rier to conduct intra-plant movements of cars to sole end of 
efficient operation of plant.—Ibid. 

Engine hire agreement between railroad and manufacturer 
for spotting and hauling cars, and for intra-plant switching 
operations, whereby manufacturer had control over engine 
movements and paid rental, held valid as providing for serv- 
ice not covered by railroad’s duty as common carrier, and not 
contemplated by line haul and published switching tariffs 
(Comp. Laws 1929, Sec. 11035) .—Ibid. 

Where trial court held railroad’s pleadings sufficient to 
constitute prima facie showing of case for car demurrage, and 
later held answer of manufacturer, with whom railroad had 
engine hire agreement, sufficient to put railroad to proof, 
reopening case and taking testimony on demurrage on rail- 
road’s motion held not abuse of discretion (Circuit Court 
Rules, rule 20, Sec. 5).—Ibid. 

In railroad’s action for car demurrage against manufac- 
turer with whom railroad had engine hire agreement, trial 
court’s refusal to compel railroad to elect rule under which 
railroad claimed demurrage held not error, since having shown 
ee was entitled to rule of damages which fit facts. 
—Ibid. 

Contention that testimony did not support award to railroad 
of car demurrage damages held insufficient, in absence of assign- 
ing as error that judgment was not supported by testimony or 
against preponderance of evidence, or attempting computation 
indicating specific error claimed or true amount due, or produc- 
ing records to show facts.—Ibid. 





(District Court of Appeal, Third District, Calif.)—Deter- 
mination of relationship existing between truck driver hauling 
milk for dairymen’s association under oral arrangements be- 
tween partnership owning truck and association held for jury 
as regards liability of association as employer for negligent 
acts of truck driver. (Fechtner vs. Costa, 61 P. (2d), 473.) 

Determination of meaning and effect of witness’ answer to 
question held for jury.—Ibid. 

Evidence that driver of milk truck operated by copartner- 
ship for collecting milk for milk producers’ association operated 
under an oral arrangement, that at time of accident in which 
truck was involved truck was loaded with milk cans owned by 
association which were being delivered to creamery, and that co- 
partners received a flat rate per 100 pounds delivery and that, 
if delivery was not properly made, association could discontinue 
employment of copartners, held to sustain finding that truck 
driver at time of accident was an “employe” of association so 
as to render association liable for driver’s negligence.—Ibid. 

Reviewing court cannot examine opinion of trial court to 
determine holding of trial court, since opinion constitutes no 
part of record on appeal.—Ibid. 

Order of trial court entered in minutes is only record of 
trial court’s action, and order is to be measured by its terms 
and not be reason court may give for it.—Ibid. 

Order denying new trial which was otherwise correct held 
not erroneous because of reasons advanced in trial court’s 
opinion in passing upon motion. 





(Court of Civil Appeals of Texas, Galveston.)—Findings of 
trial court sitting without a jury, supported by evidence, are 
binding upon appellate court. (International-Great Northern R. 
Co. vs. Singer I. & S. Co., 96 S. W. (2d), 1003.) 

Tariff which was written by carrier and its conferees 
should be construed most strongly against them and most favor- 
ably to shipper.—Ibid. 
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Evidence held to show that scrap iron was delivered in 
railroad cars at “shipside” within tariff adopted by railroad, 
and hence shipper was‘ liable for demurrage on export rate 
and not on domestic rate, notwithstanding scrap iron was not 
loaded directly from cars to ship, when nature of location re- 
quired placing scrap iron away from wharf, and according to 
customs and practices of port, such place was “shipside” loca- 
tion.—Ibid. 


NEW HAVEN REORGANIZATION 

The Commission, by division 4, in Finance No. 10992, New 
York New Haven & Hartford Railroad Co. reorganization, has 
ratified the appointments of Howard S. Palmer, W. M. Daniels 
and James Lee Loomis, as trustees of the property of the Old 
Colony Railroad Company. They are also trustees of the New 
Haven. Their appointments as trustees of the New Haven were 
ratified in the prior report in this case, 212 I. C. C. 75. 

Opposition developed to the ratification of the New Haven 
trustees to be trustees of the Old Colony part of the New Haven 
system on the ground that there was such a divergence of in- 
terest between the New Haven and the Old Colony that the 
same men should not be trustees of the two companies. Oppo- 
sition was voiced by the president and directors of the Man- 
hattan Company, the RFC, and the Old Colony Trust Co., the 
latter being the indenture trustee under the Old Colony mort- 
gage. A protective committee for Old Colony shareholders 
opposed the appointment but did not oppose ratification. The 
Commission said that it was not persuaded by the arguments 
of counsel that an independent trustee, with title to the prop- 
erty, was necessary to assure adequate protection for the in- 
terests of the Old Colony pending reorganization. 





M. P. REORGANIZATION 


The Commission in Finance No. 9918, Missouri Pacific 
Railroad Co. reorganization, has permitted the Reconstruc- 
tion Finance Corporation to intervene. 


Cc. & N. W. REORGANIZATION 
The Commission in Finance No. 10881, Chicagg & North 
Western Railway Co. reorganization, has permitted the Recon- 
struction Finance Corporation to intervene. 


C. G. W. REORGANIZATION 
The Commission in Finance No. 10772, Chicago Great West- 
ern Railroad Co. reorganization, has permitted the Railroad 
Credit Corporation to intervene. 


c. R. |. & P. REORGANIZATION 
The Commission in Finance No. 10028, Chicago, Rock Island 
& Pacific Railway Co. reorganization, has permitted the Recon- 
struction Finance Corporation to intervene. 


ST. L.-S. F. REORGANIZATION 
The Commission in Finance No. 10008, St. Louis-San Fran- 
cisco Railway Co. reorganization, has permitted the Recon- 
struction Finance Corporation to intervene. 


CONTROL OF E. P. & S. W. 


By supplementa] order in Finance No. 4164, control of 
El Paso & Southwestern system, the Commission, by division 4, 
has authorized the Southern Pacific Company to transfer the 
capital stock of the Alamogordo & Sacramento Mountain Rail- 
way Co., the El Paso & Northeastern Railway Co., and the 
El Paso & Rock Island Railway Co., to the El Paso & South- 
western Railroad Co., for the purpose of bringing about the 
dissolution of the three companies and the transfer of their 
properties to the El Paso & Southwestern, the acquisition by 
the latter to be made the subject of an application to the 
Commission. In this proceeding, 90 I. C. C. 732, the Com- 
mission authorized acquisition of control by the Southern Pacific 
of certain carriers, including the three carriers here involved, 
through purchase of the interest of the El Paso & Southwestern 
Company therein and by leases, and one of the express condi- 
tions was that the Southern Pacific should not sell, pledge, or 
otherwise dispose of the capital stock of the companies with- 
out the consent of the Commission. The Southern Pacific 
therefor petitioned the Commission for the authority now 
granted by the supplemental order. 





CHANGE IN DOCKET 
Hearing in Air Mail Docket 15, assigned for November 23, at 
Washington, D. C., before Examiner Walter, was canceled and re- 
—— for February 16, at Washington, D. C., before the same ex- 
aminer. 
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REVENUE FREIGHT LOADING 


Revenue freight loading the week ended November 21 
totaled 789,500 cars—a slight increase above the preceding 
week, 21.9 per cent above the corresponding week last year, 
and 40.5 per cent above the corresponding week of 1934. Mis- 
cellaneous loading totaled 325,048; merchandise, 169,731; grain 
and products, 36,894; live stock, 19,346; coal, 164,340; coke, 
11,294; forest products, 36,417; ore, 26,430. 


Railroads the week ended November 14 loaded 784,672 cars 
of revenue freight (see Traffic World Nov. 21), according to 
the Association of American Railroads. All districts reported 


increases, compared with the corresponding weeks in 1935 and 
1934. 


Loading of revenue freight in 1936 compared with the two 
previous years and in 1930 follow: 


1936 1935 1934 1930 

4 weeks in January ...... 2,353,111 2,169,146 2,183,081 3,470,797 
5 weeks in February ..... 3,135,118 2,927,453 2,920,192 4,380,615 
4 weeks in March .. ..... 2,418,985 2,408,319 2,461,895 3,550,076 
4 weeks in April ......... 2,544,843 2,302,101 2,340,460 3,653,575 
5 weeks in May .......... 3,351,801 2,887,975 3,026,021 4,586,357 
4 weeks in June ......... 2,787,012 2,465,735 2,504,974 3,575,454 
4 weeks in July ......... 2,825,547 2,224,872 2,351,015 3,683,338 
5 weeks in August ....... 3,701,056 3,098,001 3,072,864 4,608,697 
4 weeks in September ... 3,061,119 2,628,482 2,501,950 3,840,292 
5 weeks in October ...... 4,095,623 3,565,051 3,147,988 4,668,611 
Week of November 7 ..... 759,318 654,947 594,790 829,023 
Week of November 14 .... 784,672 629,728 585,034 779,752 

Total peeeeeeesss-- 31,818,205 27,961,810 27,690,264 41,626,587 


Revenue freight loading by districts the week ended No- 
vember 14 and for the corresponding period last year was 
reported as follows: 


Eastern district: Grain and grain products, 6,339 and 4,917; live 
stock, 1,608 and 1,512; coal, 29,490 and 22,657; coke, 2,674 and 1,617; 
forest products, 1,441 and 1,206; ore, 2,747 and 2,075; merchandise, 
L. C. L., 41,694 and 39,923; miscellaneous, 75,137 and 60,833; total, 
1936, 161,130; 1935, 134,740; 1934, 124,342. 


Allegheny district: Grain and grain products, 4,002 and 3,068; 
live stock, 1,152 and 976; coal, 36,489 and 26,704; coke, 5,267 and 
3,325; forest products, 1,154 and 989; ore, 6,133 and 2,938; merchan- 
dise, L. C. L., 29,617 and 30,489; miscellaneous, 67,310 and 50,126, total, 
1936, 151,124; 1935, 118,615; 1934, 109,196. 


Pocahontas district: Grain and grain products, 366 and 274; live 
stock, 304 and 176; coal, 43,593 and 34,627; coke, 600 and 364; forest 
products, 732 and 553; ore, 192 and 254; merchandise, L. C. L., 6,019 
and 5,427; miscellaneous, 6,782 and 5,587; total, 1936, 58,588; 1935, 
47,262; 1934, 42,162. 


Southern district: Grain and grain products, 
live stock, 1,304 and 982; coal, 21,379 and 15,428; coke, 665 and 350; 
forest products, 10,820 and 7,949; ore 721 and 544; merchandise L. 
C. L., 29,462 and 27,663; miscellaneous, 43,376 and 34,951; total, 1936, 
110,671; 1935, 89,857; 1934, 89,759. 


Northwestern district: Grain and Grain products, 7,330 and 9,001; 
live stock, 6,512 and 4,079; coal, 9,440 and 7,586; coke, 1,557 and 1,146; 
forest products, 9,086 and 7,192; ore, 21,378 and 4,648; merchandise, 
L. C. L., 20,439 and 18,936; miscellaneous, 36,243 and 28,928: total, 
1936, 111,985; 1935, 81,516; 1934, 72,845. 


Central Western district: Grain and grain products, 8,776 and 
6.856; live stock, 9,763 and 7,535; coal, 12,506 and 11,471; coke, 201 
and 181; forest products, 6,436 and 4,737; ore, 3,207 and 3,179; merchan- 
dise, L. C. L., 26,712 and 24,233; miscellaneous, 58,059 and 45,549: 
total, 1936, 125,660; 1935, 103,741; 1934, 93,769. . 


Southwestern district: Grain and grain products, 4,190 and 3,026: 
live stock, 1,975 and 1,899; coal, 4,847 and 3,936; coke, 108 and 137: 
forest products, 4,836 and 3,403; ore, 402 and 263; merchandise L. C. 
L., 12,863 and 12,263; miscellaneous, 


2,944 and 1,990; 
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SHOUP ON RAILROAD NEEDS 


The chief present need of the railroads is to be left alone 
“and not made the guinea pig of social and other experiments,” 
said Paul Shoup, vice-chairman, Southern Pacific Lines, in an 
address on “After All,” before the Transportation Club of 
Peoria, Ill., last week. He made that and other remarks in 
response to a question as to what, in his opinion, were the 
greatest needs of the railroads. 

Amplifying his statement about the character of the rail- 
roads as subjects for experiment, he cited some of the ways 
in which, in recent years, that have played that role, ostensibly 
in experiments designed to help them. He mentioned the con- 
solidation provisions of the law of 1920, which still remained 
on the statute books despite a thrice-repeated request by the 
Commission to be relieved of its responsibility in the matter. 

“A still-born plan remains but no longer is even talked 
about,” he said. “Much work, much money, much time was 
lost in dealing with this impracticable suggestion.” 

Another such experiment, he said, was section 15a, of the 
transportation act, which was supposed to “guarantee” rail- 
road returns and the recapture provisions of that law. These, 
he added, were eventually repealed, after long and expensive 
lawsuits. 

“Then a policy was thought to be sound to regulate rail- 
roads more and more and let some millions of motor trucks 
competing with them run free of regulation,” he said. “At 
the same time competing steamship lines were comparatively 
or altogether free of regulation and some, competing with the 
railroads, operated by the government on inland waterways, 
and the railroads were forced to interchange business with them 
to the detriment of their own earnings. All this, I presume, 
was to educate the railroads to become more alert, work 
harder, cut expenses, to meet these more difficult problems, 
including the cutting of rates by competitors without notice.” 

Other experiments in which the railroads were the sub- 
jects were such laws as those limiting train lengths and the 
emergency transportation act of 1933, he said. The latter he 
termed a “practical joke” involving the futile expenditure of 
“more time, energev and money.” 


“Do you wonder,” he continued, “that we are a little chary 
of further government ‘aid’? Need I go into further details, 
and might we now be excused from further ‘aid’ of this nature?” 

He said, however, he had little hope that there would be 
no more experimenting. The next attempt, he said, would be 
to fasten on the railroads a six-hour-day law. That, he added, 
would be “impracticable under present or prospective revenues.” 

There were several constructive changes that would help 
the railroads, he said. The first was the repeal of the long- 
and-short-haul clause of the fourth section. That proposal, he 
said, would undoubtedly come before the new Congress. “In 


this connection,” he told his hearers, “we wish and need your 
aid this winter.” 


He insisted that the railroads were not a dying industry. 
He spoke of improvements in passenger services and reduc- 
tions in both passenger and freight rates. The latter, he said, 
had been reduced wherever they could be “to gain greater 
volume of business, without loss in net revenue, either because 
of competitive situations or to create more business.” 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 





Revenue Freight Car Loading, Week Ended Saturday, Nov. 14 


36,293 and 29,070; total, 1936, 
65,514; 1935, 53,997; 1934, 52,961. 
Grain and Live 
grain prod. stock Coal 
| i935 33,947 22,618 157,744 
TE TD. CS nike cctvices eC, 29,132 17,159 122,409 
| 1934 28,037 23,262 126,404 
Preceding week Nov. 7 ......... 1936 29,327 19,077 151,184 
Per cent increase over ........... 1935 16.5 31.8 28.9 
Per cent decrease under ......... 1935 
Per cent increase over ........... 1934 21.1 24.8 
Per cent decrease under ......... 1934 2.8 
1936 1,605,313 663,880 6,014,020 
Cumulative 46 weeks to Nov. 14 1935 1,404,529 634,889 5,369,728 
1934 1,492,454 973,956 5,395,544 
Per cent increase over ........... 1935 14.3 4.6 12.0 
Per cent decrease under ......... 1935 
Per cent increase over ........... 1934 7.6 11.5 
Per cent decrease under ......... 1934 31.8 





Per cent to 15 year average 90.7. 


Forest Mase. 

Coke products Ore L.C.L. Miscellaneous Total 
11,072 34,505 34,780 166,806 323,200 784,672 
7,120 26,029 13,901 158,934 255,044 629,728 
5,417 21,697 4,052 156,952 219,213 585,034 
11,314 32,548 38,791 168,551 308,526 759,318 
55.5 32.6 150.2 5.0 26.7 24.6 
104.4 59.0 758.3 6.3 47.4 34.1 
411,983 1,477,930 1,546,128 7,319,300 12,779,651 31,818,205 
290,881 1,225,641 990,021 7,196,699 10,849,422 27,961,810 
299, 382 1,036,915 773,776 7,364,051 10,354,186 27,690,264 
41.6 20.6 56.2 ast 17.8 13.8 
37.6 42.5 99.8 23.4 14.9 
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MISSISSIPPI VALLEY ASSOCIATION 


(Special correspondence from St. Loouis, Mo.) 


Reaffirming its opposition to ratification of the St. 
Lawrence Seaway treaty, the Mississippi Valley Association at 
its eighteenth annual convention at St. Louis, November 23 
and 24, declared in a resolution that Great Britain should cede 
to the United States the crown colony of New Foundland and 
Anticosta Island before the treaty is ratified. 

“The position of New Foundland, astride the mouth of the 
St. Lawrence,” the resolution stated, “is an insuperable ob- 
stacle to the treaty in its present form, in as much as New 
Foundland is a Crown Colony of Great Britain and is entirely 
separate from Canada. This Crown Colony as well as the St. 
Lawrence plug of Anticosta Island should both be ceded to the 
United States to guarantee our safety in case of war. Further- 
more, the entire situation is so acute that unless Canada itself 
voluntarily joins with the United States the entire treaty 
should be scrapped.” 

The association also indorsed a program “for the improve- 
ment to dependable usability, in accordance with and not less 
than the standard of nine feet in depth” of inland waterways. 
Other resolutions adopted follow: 

Recognizing the vital importance of adequate channels between the 
Great Lakes and the waterway system now nearing completion in the 
Mississippi Valley, we urge that Congress authorize the Secretary of 
War and the Chief of Engineers to make use of such water from Lake 
Michigan as will insure, during all navigation seasons, a commercially 
useful waterway from the Great Lakes to the Gulf. 

With a view of insuring to shippers the benefits of low cost water 
services; believing that water highways should be kept open and free 
to all who desire to use them, and that free competition upon such 
water highways will insure to shippers and to commerce and industry 
generally the benefits of water services, we Oppose the regulation of 
port-to-port rates upon our lakes and inland rivers. 

We believe in the full development of all useful forms of transpor- 
tation, whether railways, waterways, highways, airways or pipe lines. 
We believe that each form of transportation should be permitted to so 
develop as to be of the greatest service to the consuming public as well 
as to the producers. 

To the end that agriculture, commerce and industry located inland 
from river ports may enjoy the economies of low cost water services, 
we urge the extension of joint railway, highway and waterway rates. 
We commend the officers and members of the association for their 
vigorous opposition to the efforts of the railways to cancel existing 
joint rail and water rates. 

We commend the Congress for the flood control legislation enacted 
at its last session and urge that money be made available for the con- 
struction of the projects provided in such legislation. We urge the 
speedy completion of levees, dams and spillways now under construction 
in the lower Mississippi Valley and urge that work be carried on as 
speedily as possible, under private contracts let to the lowest respon- 
sible bidders, and in the order of their economic importance. This also 
applies to the reservoirs authorized in the tributary streams and head- 
waters of the Mississippi, Missouri, Ohio and other rivers and their 
tributaries. 

The Mississippi Valley Association, with all the earnestness at its 
command, advocates the elimination of unnecessary regulation upon all 
forms of transportation facilities, and relief from unreasonable taxes. 
The association urges retention of only such regulation by the govern- 
ment as may be necessary to guard against unfair practices and unjust 
competition and such as will insure to the producing and consuming 
public the economies of each form of transportation. 

We oppose any legislation which would remove river improvement 
and maintenance or flood control work from the jurisdiction and control 
of the army engineers, and we oppose any use of the waters of our 
rivers which will in any way interfere with navigation or flood control. 

We have always opposed, and will continue to oppose regulation 
of port-to-port rates upon our water highways or the charging of tolls 
upon waterway craft or commerce. The waterways are publicly owned 
and may be used by every man’s boats, freely and without prejudice. 
A monopoly is not possible; regulation by law would check develop- 
ment and prove contrary to the public interest; hence our opposition 
to the regulation or regimentation of inland water traffic. 

We oppose the repeal of the fourth section of the interstate com- 
merce act (the so-called ‘‘long and short haul clause’’). 

We urge a revision of the interstate commerce act which will re- 
move any interpretation of a mandate upon the Commission to protect 
the investments and properties of the railroads to the prejudice of 
other forms of transportation. 

We strongly urge that the President name as one member of the 
United States Maritime Commission a resident of the Mississippi Valley. 

We oppose the transfer of the regulatory functions of the United 
States Maritime Commission to the Interstate Commerce Commission. 

Under free opportunity for production, transportation, distribution, 
development, financing, and expansion, the people of the United States, 
in 150 years, created greater wealth and prosperity than had ever 
before been known. We are convinced that, under that system of free 
enterprise, the United States will again prosper, and prosper in even 
a greater and more lasting way. It is our conviction that, by fostering 
free enterprise, the federal and state governments will contribute most 
largely to the general economic well-being of the people of the United 
States. 


Election of Officers 


Former-Governor Arthur J. Weaver of Nebraska, presi- 
dent of the Missouri River Navigation Association, was elected 
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president of the association. The retiring president is Robert 


Isham Randolph of Chicago. 


Thomas F. Cunningham of New Orleans and Richard S. 
Hawes of St. Louis were re-elected vice-president at large and 
treasurer, respectively. Other officers were elected as follows: 


For District Vice-Presidents 


W. E. Brock, Chattanooga, Tenn. 

Alex W. Dann, Pittsburgh, Pa. 

H. H. Tucker, Fones Brothers 
Hardware Co. 

O. E. Engler, Omaha, Nebr. 

George B. Longan, Kansas City, 
Mo. 

E. T. Harris, Chicago, Ill. 


Edward Magnus, St. Louis, Mo. 
Walter Parker, New Orleans, La. 
B. F. Peek, Moline, Ill. 

C. F. Richardson, Sturgis, Ky. 
Eugene Kelly, Sioux City, Ia. 

A. C. Ingersoll, Cincinnati, Ohio 
H. H. Buckman, Jacksonville, Fla. 
J. S. Clapper, Minneapolis, Minn. 


For Directors 


Alabama 
D. R. Dunlap, Mobile 
W. B. Garner, Mobile 


Arkansas 
J. H. Alphin, Eldorado 
John P. Morrow, Batesville 
Hon. R. E. Overman, Little Rock 


Florida 
W. F. Coachman, Jr., Jacksonville 
George W. Parkhill, Jacksonville 
R. G. Patterson, Pensacola 


Georgia 
T. G. Woolford, Atlanta 
Illinois 
A. T. Griffith, Peoria 
Frank Collins, Chicago 
W. B. Thistlewood, Cairo 


Indiana 
J. D. Beeler, Evansville 
A. V. Burch, Evansville 
W. W. Huggett, East Chicago 


lowa 
J. A. Kerper, Dubuque 
H. H. Kingsbury, Sioux City 
H. W. Seaman, Clinton 


Kansas 
Willard Breidenthal, Kansas City 
F. W. Johnson, Leavenworth 


Kentucky 
Patrick Calhoun, Jr., Louisville 
C. M. Hand, Paducah 
W. L. Berry, Paducah 


Louisiana 
N. O. Pedrick, New Orleans 
Hon. Seymour Weiss, New Orleans 
James M. Thomson, New Orleans 


Minnesota 
Herman Mueller, St. Paul 
Horace M. Hill, Minneapolis 


Mississippi 
Hon. Milton Smith, Greenville 


Patrick Murphy, Belzoni 
Fred Schelben, Greenville 


Missouri 
J. C. Nichols, Kansas City 
S. W. Allender, St. Louis 
H. P. Treadway, Kansas City 


Montana 
Hon. Leo B. Coleman, Glasgow 


Nebraska 
Mark W. Woods, Lincoln 
Cc. C. George, Omaha 
W. R. Watson, Omaha 


North Dakota 
E. J. Thomas, Bismarck 


Ohio 
J. C. Argetsinger, Youngstown 
O. Slack Barrett, Cincinnati 
Thomas Cavanaugh, Steubenville 


Oklahoma 
N. R. Graham, Tulsa 
W. H. Kornegay, Vinita 
J. H. MacDonald, Muskogee 


Pennsylvania 
W. B. Rodgers, Pittsburgh 
Milton C. Angloch, Pittsburgh 
John F. Flood, Pittsburgh 


South Dakota 
W. C. Lusk, Yankton 


Tennessee 
J. B. Edgar, Memphis 
B. L. Mallory, Memphis 
A. J. Dyer, Nashville 


Texas 
Roy Miller, Houston 
Amon G. Carter, Fort Worth 


West Virginia 
M. L. Garvey, Charleston 
Cc. O. Weissenburger, Pt. Pleasant 
Wisconsin 
Alan H. Tripp, Oshkosh 
F. W. Sisson, La Crosse 


Functions of the Association 
President Randolph explained that the functions and re- 


























































































sponsibilities of the association had increased tremendously. 
“One regarded as a purely waterway organization,” he said, 
“it has become necessary to expand our activities to meet the 
requirements of our_charter to encourage and promote com- 
merce, industry and agriculture in the Mississippi Valley. Low 
cost transportation services are necessary to the interior but 
they will be of little value if commerce, industry and agricul- 
ture in the Valley are handicapped or impeded by ill-considered 
legislation.” 


He listed ten congressional bills on which the association 
had taken an active position recently. The measures opposed 
include the Lloyd bill, which proposed to remove the limit 
of the employer’s liability upon coastal and intercargo handlers; 
the proposed St. Lawrence Seaway treaty; the Pettengill bill, 
which undertook to nullify the long-and-short haul clause of 
the interstate commorce act; the Norris bill, which undertook 
to create a TVA for the Mississippi and all its tributaries ex- 
cept the Ohio; the Walsh-Healey bill, which attempted to re- 
vive the NRA in so far as government works, supplies and con- 
tracts are concerned; the Robinson-Patman bill. 

Other measures opposed, he said, were a bill to create a 
department of Public Works to take charge of all government 
construction; a bill which would have imposed three crews and 
eight-hour shifts on all river transportation movements; a bill 
to require installation of sprinkler systems on river boats; the 
Eastman bill, which proposed to place the power of fixing 
carrier rates under control of the Interstate Commerce Com- 
mission. 

Clark Attacks Commission 

United States Senator Clark, of Missouri, attacked the 

Interstate Commerce Commission, which he said had been 
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steadily attempting to thwart the designs of Congress to make 
the rivers suitable for navigation through the exercise of its 
rate-making functions. Said he: 


The Commission as set up under the present system is a railroad 
minded Commission and of necessity must be. The whole body of 
their precedents deal with railroad matters. Consciously or uncon- 
sciously they deal with all rate matters from the standpoint of the 
railroad. 

It is no refiection—and certainly none is intended—on any member 
of the Commission, past or present, to say that it is not a proper body 
either to pass on rates for water transportation or to pass alone upon 
rail rates affecting water transportation. Their whole system negatives 
a result fair to water carriers. 

The lamentable fact is that the Commission under the present law 
is bound by a body of precedents dealing with railroads alone, and in 
almost every decided case has been willing to allow the railroads to 
resort to practices in competition with water carriers which it is ex- 
pressly forbidden by law to permit one railroad to do as a matter of 
competition with another railroad. The net result has been for a gov- 
ernmental agency to ftlagrantly flout the will of Congress in its attempt 
to reestablish commerce on our inland waterways. 

I favor the proper regulation of water andi truck transportation as 
well as rail. But I am completely unwilling to turn over the regulation 
of competitive forms of transportation to a body, railroad minded, 
acting under a law designed to refer only to railroads and with a body 
of precedents which take no cognizance of any other form of trans- 
portation. 

It may be that the good effects of the Interstate Commerce Com- 
mission may be preserved by merging it in a larger body not bound by 
its present narrow concepts and precedents. It may be that the result 
may only be achieved by abolishing the Interstate Commerce Commis- 
sion and setting up a new regulatory body on a broader conception than 
existed fifty years ago. But in any event, it should be the iron resolve 
of patriotic citizens in the Mississippi Valley to see that neither caprice 
of officials who make allotments or prejudice or precedent on the part 
of commissions keep us from our right and destiny of having access 
to the sea for the products of our soil and factory. 


Interference with Navigation 


Major Rufus Putnam, consulting engineer, declared that 
severe conditions of low water last summer on the Illinois 
river created a substantial interference with navigation. “This,” 
he said, “gives rise to the thought that serious consideration 
should be given at once to the navigation aspects of diversion 
of water from Lake Michigan so that injury to navigation will 
not be permitted to happen again from any cause which may 
be nullified by prompt and intelligent control of the flow of 
water through the Chicago Drainage Canal. 


“We have a rather serious situation confronting us which 
requires a solution. In the first place there is a real need for 
federal control of diversion of water for the next two years at 
least in order to assure the maintenance of adequate widths 
and depths of channel. Beyond that there should be a test 
period with flows reduced so that by actual experience, rather 
than by preliminary guesses, the amount of flow may be deter- 
mined for a period of years at least. The test period should 
be of sufficient duration to give positive results; a year or so 
might be too short as at least one full season of fairly low 
natural flow will be required and that may not come when 
expected. Finally the question should be studied again and 
again as time goes on and allowances modified to suit changing 
requirements; no undertaking should be made at any time to 
limit or fix the flow for all time to come. 


“Federal legislation will be necessary to put such a pro- 
gram in action. Merely in order to be constructive it is sug- 
gested that it be drafted to include the following: 


1. Regulation of flow by authority of the Secretary of War and 
under the direction of the Chief of Engineers for all legitimate require- 
ments of navigation, including sanitation. 

2. A limitation put on the amount of flow to be so used and regu- 
lated so that the flow in excess of that authorized the Sanitary District 
of Chicago under the provisions of the decree of the United States 
Supreme Court will not exceed a stated annual average. 

3. On or before January 1, 1944, require the War Department to 
submit to Congress a report containing a record of uses of water, the 
results accomplished and recommendations for changes, if any, in the 
amount of flow to be authorized for the benefit of navigation. 


Budd Speaks for Railroads 


Ralph Budd, president of the Chicago, Burlington & Quincy 
Railroad, said that the railroads were now in a position to add 
materially to national recovery, but to accomplish this they 
should be protected from legislation which would be harmful 
to their interests. He said: 

I am not making a plea for private ownership and operation of the 
railroads, but if your association believes it would be better if the 
railroads were not allowed to make enough to keep them financially 


strong, then you should say so and should say the government should 
take them over. 


This should be considered only after a careful consideration of the 
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facts to determine whether or not it would be better. Personally, | 


think public ownership would prove expensive in the deterioration of 
service, if in nothing else. 


There are several bills now pending in Congress which would wipe 
out private ownership. Chief among these is the so-called six-hour 
day bill, which would add $100,000,000 a year to the cost of operating 
the roads. Other legislation pending, if enacted, would add such a 
tremendous burden that private ownership could not exist. 

If the Mississippi Valley Association believes in private ownership, 
you should say so—maybe you already have—by opposing things which 
would make private ownership impossible. 


Highway Users’ Conference 


Major Roy F. Britton, director of the National Highway 
Users’ Conference, declared the present trends of transporta- 
tion regulation were: 


First, to regulate more in the interest of the established for hire 
carriers and to the detriment of the shippers; second, to suppress or 


restrict private operations; and, third, to expand regulation into the 
fields of management. 


There seems to be a new philosophy or regulation in many places, 
some of them official. It seems to be based on the proposition that 
regulation should be undertaken and should proceed largely in the 
interest of the carriers. The shippers’ place in the scheme of regula- 
tion today seems to be a very small one. 

We hear much about protecting the carriers from ‘‘cut-throat”’ 
competition and putting the ‘‘bootleg trucker’’ out of business. Also, 
a great deal is heard about developing a coordinated system of trans- 
portation. But we hear little about ways and means of assuring the 
shipper convenient, flexible, rapid transportation at fair rates. 

‘‘Cut-throat competition’’ generally is subject to condemnation. It 
is only too easy, however, to lay hold upon that ‘“‘cut-throat competi- 
tion’’ phrase and to apply it to conditions which find the shipper simply 
obtaining service at the low rates which should prevail in the presence 
of modern transportation facilities. 

After all, the so-called ‘‘bootleg trucker’’ usually is a citizen who 
owns his own vehicle and is carrying his own goods in that vehicle. 
He is a ‘“‘bootlegger’’ only to the established agencies of transportation. 

A coordination in which each vehicle, public or private, dutifully 
plays its allotted part seems visionary and futile. Coordination of all 
agencies under one ownership may mean a return to monopoly with 
all its attendant evils. Coordination under regulation of public for-hire 
carriers is desirable and may be achieved. 

Because I have emphasized the need of preserving all of the advan- 
tages of shipper-owner private transportation I do not wish to give the 
impression that I fail to appreciate the great value of sound regulation 
of common carriers. 


The Merchant Marine 


H. Gerrish Smith, president of the National Council of 
American Shipbulders, declared that “this country can never 
have an adequate, well-equipped merchant marine suitable to 
compete with the ships of other nations in the carriage of its 


goods unless it meets foreign competition with vessels of equal 
efficiency. 


_ “A shipping program,” he continued, “that contemplates 
this object is imperative to a successful upbuilding of the 
American. merchant marine. This problem rests squarely on 
the shoulders of the new Maritime Commission created under 
the Merchant Marine Act of 1936. On the successful working 
out of the Act depends the future of the American merchant 
marine. A few references to provisions of the Act and what 
they involve may be in point here. 


“There was so much opposition in Congress to the mail 
contract and construction loan provisions of the Merchant 
Marine Act of 1928 that it seemed improbable that mail con- 
tracts entered into under the provisions of that Act and which 
would have expired within the next two or three years would 
be renewed. A modification of that act, therefore, that would 
meet with the approval of Congress, or new legislation to take 
its place, was necessary if government aid was to be continued 
for our shipping in foreign trade. 

“The resultant Merchant Marine Act of 1936, as now on 
the statute books, is admittedly a compromise Act, not wholly 
satisfactory to anyone and containing many provisions that 
need clarification and probable amendment as experience is 
gained in its administration. The preamble to the Act, however, 
definitely reaffirms the policy of a merchant marine. both for 
national defense and for the development of our foreign and 
domestic commerce of American-built, American-owned and 
American-operated ships.” 


United States Senator Copeland, of New York, chairman 
of the Senate committee on commerce, assailed the proposed 
St. Lawrence Waterway treaty and the Passamaquoddy power 
undertaking in Maine, which might well be passed over to 
some future Congress, he said: 


“If I had my way,” he said, “the greatest spending of all 
would be for this section. The Panama Canal did a great deal 
of damage to the Mississippi Valley and the only way the 
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government can square itself is by making vast public im- 
provements with the Mississippi river as their center.” 


Success in Sight 


An address by Major General E. M. Markham, chief of 
engineers of the United States Army, who was unable to be 
present, was read by Brigadier-General M. C. Tyler, assistant 
chief of army engineers. 

The development and maintenance of the Mississippi Val- 
ley waterway system had improved to the point where the 
end was now in sight, he said, and the completed nine-foot 
transportation artery serving the great interior of the country 
contained within the Mississippi River basin, would soon be 
available for the economical movement of commerce to “bring 
to this great basin the advantages of low-cost transportation.” 

He continued as follows: 


Throughout the country, the trend to the use of inland waterways 
for the movement of bulk cargoes is manifest, and the increase in 
their use during the past several months has directly reflected the end 
of the economic depression, and the return of prosperity. Record ton- 
nage has again been handled on the Monongahela River, and the same 
encouraging trend is reported on other improved inland routes. The 
expanded construction program of the government, undertaken prima- 
rily to relieve unemployment and to restore industrial conditions, has 
resulted in an accelerated improvement of our inland waterways, and 
they are today prepared to serve commerce and industry as never 
before in the history of our country. 

The progress of work on the upper Mississippi River now indicates 
that the nine-foot channel will be fully available to navigation in 1938. 
All of the twenty-six locks have been completed or are now under way, 
and only one of the dams remains to be started. I am confident that 
this dam, the final link in the completion of the main river system, 
can be placed under contract before the end of the fiscal year. 

“The completion of the canalization of the upper Mississippi River 
will provide in the Mississippi River system channels of nine-foot depth 
aggregating more than 3,400 miles in length, which, with the comple- 
tion of the Missouri River improvement will be increased to 4,170 
miles in length. In addition, there are many miles of channels of lesser 
capacity having a depth of approximately six feet feeding the main 
channels. The system, in a partially completed state, is carrying 
annually a tonnage which exceeds 77,750,000 tons valued at $1,461,937,- 
000. With full channel depths available, and with the modern facilities 
provided at the locks in the system, there can be no doubt but that a 
rapid increase in commerce is to be anticipated. 


Robert H. Cabell of Chicago, president of Armour & Co., 
Chicago, said that he did not regard the present trade situation 
as necessarily permanent. 

“We will again become exporters on a considerable scale 
in my opinion,” he said. 


BRIEF CALLED TOO AMPLE 


Attorneys for the defendants in No. 27449, Purse Brothers 
et al. vs. Nashville, Chattanooga & St. Louis et al., including 
the government’s barge line on the Mississippi, have filed a 
motion to strike parts of the brief submitted in that case by 
A. L. Watkins, attorney for the complainants on the ground 
that it contains matters not in the record as made at the hear- 
ing. 

The document, according to the motion, reflects a complete 
misconception of the brief. The complainants seemingly regard 
the brief, declares the motion, as an instrument by which the 
parties are privileged to plug up such holes as may exist in 
their evidence—to add anything they wish to add to what has 
been presented at the hearing held for the purpose of receiving 
evidence. Any impropriety in this process, according to the 
carrier attorneys the thought seems to be, is removed by pre- 
senting the brief as a sworn document, this one being sub- 
scribed to before a notary public. 


“In the matter against which this motion is directed,” say 
the carrier lawyers, “complainants have presented, for the con- 
sideration of the Commission in this case, rate tables, a dis- 
tance table, references to a variety of rate tariffs and to the 
Consolidated Classification, statements with regard -to move- 
ments, and other matters. All such statements and references 
are manifestly highly improper because the place, and the only 
place, for the submission thereof was at the hearing provided 
by the Commission. While the evidence there presented may 
be discussed and argued, it may not be supplemented, as com- 
plainants have undertaken here, in a brief.” 

The case involves rates on various sorts of vegetables from 
the south to the north. 


BOOK ON SHIP SUBSIDIES 


John Nicolson, of New York City, formerly special counsel 
of the old Shipping Board, has written a book entitled, “The 
Maritime Subsidies Under the Merchant Marine Act, 1936.” 
Mr. Nicholson’s pamphlet on “The Operating Subsidy,” now 
out of print, has been included in the book. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





(District Court, E. D. New York.)—In owner’s suit against 
charterer of lighter which capsized, burden or proving sea- 
worthiness when lighter was delivered under charter, and that 
charterer was negligent, held on owner. (The Irving, 16 Fed. 
Supp. 22.) : yy : ; 

In cargo owner’s suit against initial carrier who impleaded 
charterer of lighter which capsized, losing cargo, owner of 
lighter impleading by charterer had burden to show damage to 
cargo was due to charterer’s negligence.—Ibid. 

That place where lighter capsized losing cargo, was a pro- 
tected and sheltered berth in quiet slip, created presumption 
of unseaworthiness of lighter as regards liability for damage 
to lighter and loss of cargo.—Ibid. ’ 

Evidence that water could be heard coming into lighter 
before she careened and dumped her cargo authorized inference 
that lighter was unseaworthy in absence of proof of improper 
loading.—Ibid. : ; 

Fact that lighter was in use without accident prior to its 
capsizing and losing cargo did not prove that lighter was sea- 
worthy.— Ibid. 

Evidence held to show that lighter was unseaworthy when 
chartered and when dumping her cargo so that charterer was 
not liable to owner of lighter for damages to lighter, and 
owner of lighter was primarily liable to cargo owner for loss 
of cargo.—Ibid. ; 

Failure of captain of chartered lighter to notify owner 
of lighter and relieve situation on discovering lighter was list- 
ing and action of captain in allowing lighter to dump her 
cargo would constitute negligence for which lighter owner would 
be liable.—Ibid. 

Charterer of lighter which dumped her cargo had right 
to rely on warranty of seaworthiness, and was not bound to 
make an inspection.—Ibid. f 

Lighter not proving seaworthy on delivery, and its owner 
held primarily liable for loss of cargo, and charterer of lighter 
and initial carrier, secondarily liable.—Ibid. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the 
United States Maritime Commission on agreements filed pur- 
suant to the provisions of section 15 of the shipping act, 1916, 
as amended: 





Agreements Approved 

Conference agreement 128-53 between Anchor Line, Ltd., Cunard 
White Star, Ltd., Norddeutscher Lloyd, United States Lines Company 
and the other carriers comprising the membership of the Atlantic 
Conference modifying the agreement of that conference to record 
definitely the scope of the agreement as embracing all North American 
Atlantic ports and United States Gulf ports and all Continental ports, 
Leningrad to Cadiz, inclusive, as well as all United Kingdom, Scan- 
dinavian and Finnish ports. 

422-C bétween New York & Cuba Mail Steamship Company and 
American-Hawaiian Steamship Company, canceling agreement 422, 
which provides for the transportation of cargo under through bills of 
lading from Cuban ports to United States Pacific Coast ports, with 
transhipment at New York. 

2077-C between McCormick Steamship Company and The Border 
Line Transportation Company, canceling agreement 2077, which pro- 
vides for the transportation of cargo under through bills of lading 
between Portland, Ore., and ports in British Columbia, with tranship- 
ment at Seattle. 

2838-C between Los Angeles-Long Beach Despatch Line and Dollar 
Steamship Lines, Inc., Ltd., canceling agreement 2838, which provides 
for the transportation of cargo under through bills of lading between 
United States Pacific Coast ports and United States Atlantic Coast 
ports, with transhipment at San Francisco or Los Angeles harbor. 

3547-C between Calmar Steamship Corporation and Canadian Gov- 
ernment Merchant Marine, Ltd. (Canadian National Steamships), can- 
celing agreement 3547, which provides for the transportation of canned 
goods, dried peas, dried beans, and dried fruit under through bills 
of lading from United States Pacific Coast ports to Montreal, Can., with 
transhipment at New York. 

4454-C between Canadian Government Merchant Marine, Ltd. (Cana- 
dian National Steamships) and Southern Pacific Company (‘‘Morgan 
Line’’), canceling agreement 4454, which provides for the transporta- 
tion of cargo under through bills of lading from ports in Australia 
and New Zealand to New Orleans, Louisiana, and Galveston and 
Houston, Tex., with transhipment at New York. 

4789-1 between United States Navigation Company, Inc., and 
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Kokusai Kisen Kabushiki Kaisha modifying agreement 4789 to include 
an undertaking by Kokusai Kisen Kabushiki Kaisha that it will not 
engage or permit the employment of any of its vessels in the trade 
from New York to London/Thames River, for its own account or 
for the account of others, without the consent of United States Navi- 
gation Company, Inc. 

4839-C between Canadian Government Merchant Marine, Ltd. (Cana- 
dian National Steamships) and Bull Insular Line, Inc., canceling 
agreement 4839, which provides for the transportation of mother-of- 
pearl shells under through bills of lading from Australian ports to 
Puerto Rican ports, with transhipment at New York. 

4981-C between American-Hawaiian Steamship Company, Williams 
Steamship Corporation, and San Diego-San Francisco Steamship Com- 
pany canceling agreement 4981, which provides for the transporta- 
tion of cargo under through bills of lading between United States 
Atlantic Coast ports and San Diego, Calif., with transhipment at Los 
Angeles harbor. 


5494 between Standard Fruit and Steamship Company and South- 
ern Pacific Company (‘‘Morgan Line’’) providing for the transportation 
of coconuts, in bags, under through bills of lading from LaCeiba, 
Honduras, to New York, with transhipment at New Orleans. 

5516 between Roamer Tug and Lighterage Company and McCormick 
Steamship Co. providing for the transportation of cargo under through 
bills of lading from Vancouver, Wash., to United States Atlantic Coast 
ports, with transhipment at Portland, Ore. 

5534 between States Steamship Company (California-Eastern Line) 
and Dollar Steamship Lines, Inc., Ltd., providing for the transporta- 
tion of cargo under through bills of lading from Albany and New 
York, N. Y., Camden, N. J., Savannah, Ga., and Jacksonville, Fla., 
to Guam, Marianne Islands, with transhipment at San Francisco. 


MARITIME COMMISSION 


The Traffic World Washington Bureau 


The Maritime Commission has requested those at the head 
of its divisions to submit recommendations for legislation which 
the commission may incorporate in its forthcoming report to 
Congress. Members of the commission said this week no con- 
clusions had been reached as to what recommendations would 
be made. 

One of the matters that probably will be dealt with by the 
commission will be extension of time for adpustment of the 
ocean mail contracts. Under the provisions of the merchant 
marine act, 1936, these contracts will be terminated June 30, 
1937. Due to the fact that, though the act was approved June 
29, the present commissioners were not appointed until Sept. 
26, and the act did not become effective as a whole until Oct. 
26, there has been substantial delay in beginning the task of 
adjusting the contracts. An extension of time beyond June 30 
for the life of the contracts may be recommended. 

The commission also may see fit, due to its experience with 
the Pacific coast maritime labor situation, to make recommen- 
dations as to legislation on that subject. Creation of a system 
for handling maritime laber similar to that provided for rail- 
road labor in the railway labor act was recommended in Co- 
ordinator Eastman’s report on the maritime labor situation. 

Another subject to which attention may be given relates to 
the Bureau of Marine Inspection and Navigation of the Depart- 
ment of Commerce. In some quarters it is believed this bureau 
should be transferred to the Maritime Commission. 

The resignation of Otto Praeger, effective Dec. 1, as a spe- 
cial expert on the staff of the Maritime Commission has been 
announced by the commission. Mr. Praeger formerly was 
special assistant to the president of the Merchant Fleet Cor- 
poration of the Department of Commerce which was taken 
over by the commission. : 

The commission has abolished the positions of treasurer 
and general comptroller and has provided that the duties here- 
tofore delegated to those positions shall be exercised by the 
director of the division of finance or pursuant to such delega- 
tions as he may make. The abolished positions had been held 
by C. D. Gibbons and L. D. Staver, respectively, and they have 
been designated acting assistant directors of the division of 
finance. C. H. McDaniel and W. H. Brown have been desig- 
nated acting assistants to the director of the division of finance. 





MARITIME STRIKE SITUATION 


With the Department of Labor through Assistant Secretary 
of Labor Edward F. McGrady continuing its efforts to effect 
a settlement of the Pacific coast maritime strikes, complica- 
tions developed on the Atlantic coast with strikes by the 
Marine Engineers’ Beneficial Association and the Masters, 
Mates and Pilots’ Association. Further attempts to mediate 
in the disputes may be developed by Secretary of Labor 
Perkins, it is understood. 

The investigation of the U. S. Maritime Commission to 
determine minimum wages and manning scales under the mer- 
chant marine act, 1936, for subsidized ships, is not being 
pushed, pending the outcome of the present disturbed condi- 
tions. 


Announcement was made by Secretary Ickes, of the De- 
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partment of the Interior, that arrangements had been made 
for manning the vessels chartered by the Alaska Railroad to 
transport food supplies to Alaska, the Pacific coast unions 
having authorized crews for the vessels. Consideration was 
being given to the situation in Hawaii where a food shortage 
threatened to develop on account of interference with shipping 
due to the strike, with the view of arranging for vessels to 
carry food there if necessary. 


HANDLING CHARGES 


Attack on handling charges at Pacific coast ports is made 
in No. 425, Canners’ League of California vs. A. F. Klaveness 
& Co., A. S. et al., filed with the U. S. Maritime Commission. 
A cease and desist order is asked. 


BRASS INGOTS SURCHARGE 

Examiner John A. Russell, in Maritime Commission No. 
386, H. Kramer & Co. vs. Inland Waterways Corporation et al., 
has recommended that the total charge, 80 cents a hundred 
pounds on brass ingots shipped from Chicago, IIl., via the 
government barge line to New Orleans, La., and Mobile, Ala., 
thence by steamer to Los Angeles Harbor, in September and 
October, 1935, be found applicable but unreasonable to the 
extent it exceeded 77.5 cents. Reparation of $49.13 proposed. 
The shipments were made in the period a surcharge of five cents 
was applicable. Later the surcharge was reduced to 2.5 cents. 


GULF CONTRACT RATES 


The Supreme Court of the United States will review the 
decision of the Department of Commerce requiring cancellation 
of Gulf intercoastal contract rates in No. 294, Gulf intercoastal 
contract rates. The proceeding before the court is in No. 494, 
Swayne & Hoyt, Ltd., et al., vs. United States, in which the 
court noted probable jurisdiction. The steamship lines affected 
seek an injunction against the order entered in the case by the 
Secretary of Commerce (see Traffic World, Jan. 25, p. 174). 


ALLEGED SHIPPING IRREGULARITIES 

Investigation by the Department of Justice of alleged 
irregularities in the ocean shipping industry which were brought 
up as the result of the investigation of the special Senate com- 
mittee into ocean mail contracts and also because of charges 
made by former Assistant Secretary of Commerce Mitchell 
has revealed only one instance in which there may be a basis 
for action under the criminal laws, according to Attorney Gen- 
eral Cummings. The matter of civil liability in the cases 
investigated has yet to be determined, according to the Attorney 
General. The cases were referred to the Department of Justice 
by the Department of Commerce. 


OUTLOOK FOR WCRLD SHIPPING 


An improved outlook for world shipping is indicated in the 
annual report of Lloyd’s Register of Shipping for the year ended 
June 30, 1936, the Commerce Department is advised by Assistant 
Trade Commissioner H. E. Stebbins, London. 

The favorable forecast, it is pointed out, is due to an 
increase in world trade as a result of. the advance in com- 
modity prices, and the handling of minimum freight schemes 
by the Tramp Shipping Administrative Committee. 

Lloyd’s report showed a considerable increase in the num- 
ber and tonnage of new vessels built and in préparation and a 
reduction from 12,000,000 tons laid-up shipping at the end of 
June, 1935, to 4,250,000 tons at the end of June, 1936. The 
latter development was due largely to the breaking up of sur- 
plus ships, it was stated. 

While the total of world tonnage increased by only 177,- 
000 tons in the last fiscal year, the tonnage in commission 
advanced from 59,000,000 tons to 61,000,000 tons. 

Plans of 519 vessels of 1,692,515 tons gross are dealt with in 
the current Lloyd’s report, a total double that of the preceding 
year and the highest total since 1929-30, according to the 
Assistant Trade Commissioner. 


FURNITURE CLAIM REDUCTION CAMPAIGN 


As part of its campaign for the reduction of freight claims 
on new furniture, the committee on prevention of loss and 
damage of the freight claim division, Association of American 
Railroads, is issuing a poster carrying instructions on how 
to handle and stow shipments of that type of freight. The 
poster is to be hung in freight houses in all cities of over 
10,000 population. In addition, the committee has prepared 
and is distributing to all employes who have anything to do 
with the handling of furniture a leaflet containing a “personal 
appeal” for help in the campaign. The leaflet cites the fact 
that claim /payments on new furniture in the first six months 
of 1936 exceeded by 31 per cent those for the same six months 
of 1935. 
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November 28, 1936 


PICK-UP AND DELIVERY 


The three-judge federal court for the District of Columbia, 
which refused to restrain the Commission’s report and order 
in the pick-up and delivery case on the suit of the American 
Trucking Associations, Inc., against the United States, the 
Commission, the Pennsylvania and other carriers (see Traffic 
World, Nov. 21, p. 1013) has declined to issue a permanent 
or interlocutory injunction in that case, on its merits. The 
court, in an opinion written by Justice Groner of the District 
of Columbia Court of Appeals, held that it was not necessary 
for the railroads to obtain authorization for the operation of 
the motor vehicles used by them in pick-up and delivery serv- 
ice under part II of the interstate commerce act pertaining 
to the regulation of motor vehicles. 

In his opinion Justice Groner said that for more than fifty 
years some of the railroads in certain sections of the country 
had performed pick-up and delivery service and that in all 
instances where the matter had come to its attention the Com- 
mission had uniformly held that it had jurisdiction to regulate 
it as part of the transportation service by railroad as a terminal 
service. He said he thought that the courts had so held in all 
cases in which the question had arisen. 

The justice also said that the Commission had held that it 
had no jurisdiction over line-haul service performed by truck 
for the railroads. In those circumstances, he added, the unmis- 
takable purpose of Congress, in the use of language in section 
203 (a) (14) was to supply the missing jurisdiction as to motor 
line-haul service by railroads, and to require in such cases a 
certificate of public convenience and necessity—‘“but to do no 
more.” The reason for that, he said, was plain when it was 
considered that for many years the terminal service had been 
held a part of the transportation service of the carriers as to 
which jurisdiction was complete; whereas, intercity service of 
the carriers was a wholly new adventure. 

As to the allegation of the trucking interest that the allow- 
ance to shippers performing self-service was a rebate, Justice 
Groner said it was perfectly clear that that allowance was not 
a rebate as that word was used in the law, and that there was 
nothing either unlawful or unreasonable in permitting a shipper 
or consignee, where he himself performed a part of the trans- 
portation service, to receive a reasonable compensation or 
allowance therefor. 

As to the attack in the bill of the trucking organization, on 
the “added traffic theory,” Justice Groner said: 


Still another point urged is that the railroads should not be per- 
mitted to establish rates on the ‘‘added traffic theory’’ of rate-making. 
This contention involves a theory of rate-making, as to which the 
authority of the Commission is paramount; and unless the result 
is clearly wrong, is not subject to court review. On this motion the 
evidence considered by the Commission is not before us, and there is 
nothing by which we can make a fair comparison. And, even if it 
should appear that the rates published in the tariffs do not fully com- 
pensate for the services proposed. It must also be remembered that 
the Commission has, after a thorough investigation, increased the 
rates from 30 cents per hundred pounds to 45 cents per hundred pounds. 
In the absence of a showing that this is clearly unreasonable, it would 
be highly improper for this court to substitute its judgment—even 
if it had anything before it on which to form a judgment—for that 
of the Commission. 


At the hearing in New York on the application of the 
Master Truckman’s Association for a permanent injunction 
against the institution of pick-up and delivery service, the court 
reserved decision on the contention of counsel for the eastern 
railroads that the court lacked jurisdiction in view of the fact 
that the pick-up and delivery tariffs had already been placed 
in effect. The court told counsel for truckers that if it held 
it had jurisdiction it would be required to deny the petition on 
the same grounds that it had used in denying the petition for 
a temporary injunction a week before the hearing for a perma- 
nent injunction. 

Organized truckmen are preparing to take their fight to 
the Supreme Court of the United States, according to the 
American Trucking Associations, Inc. 


HIGHWAY RAIL SUBSTITUTION 


The Commission, by appropriate sixth section permission, 
has made provision for the continuation of tariffs on the pres- 
ent basis providing for the substitution of highway service for 
rail service from December 31, 1936, to April 30, 1937. The per- 
mission is contained in section 6 and 217 special permissions No. 
M-4215, No. RM-401, and No. 157351. The tariffs in ques- 
tion provide for the transportation of freight in less-than-car- 
load quantities. 

Schedules taking advantage of the permission are to be 
filed with the Commission not later than December 16 so as to 
give 15 days’ notice prior to the expiration of the present tariffs 
for which they are to be substitutes. 





The Traffic World 





PAGE 1065 






At present railroads are employing contract motor carriers 
in certain instances to transport less-than-carload freight over 
the highway, in substitution for rail service. A question has 
arisen in connection with this substitution as to whether the 
motor vehicles are contract or common carriers. The railroads 
are now treating them as contract carriers and the rates are not 
joint motor-rail rates. The motor carrier act does not per- 
mit the making of joint rates between a common carrier and a 
contract carrier. Some of those participating in the discussion 
among commissioners on that point contend that the arrange- 
ment between a railroad and a motor vehicle concern cannot be 
on any basis other than that of two common carriers engaged 
in joint enterprises under joint rates. 

On account of that question the Commission, in issuing 
these special permissions, says the permission is not to be con- 
strued as expressing any opinion as to the lawfulness of the 
present arrangement and its continuation. 


MOTOR HOURS OF SERVICE 


The Traffic World Washington Bureau 


Additional testimony was given in Ex Parte MC 2, in the 
matter of maximum hours of service of common carriers and 
contract carriers of passengers and property by motor vehicle 
and of employes of private carriers of property by motor ve- 
hicle (see Traffic World, Nov. 21, p. 1017) by Marcus Dow, 
director of personnel for the Greyhound Management Corpora- 
tion; Paul E. Bellamy of the Black Hills Transvortation Co.; 
John W. Blood of the Southern Kansas Stage Lines; Harley 
Simpson. research engineer of the American Transit Associa- 
tion, and P. L. Radcliff of the Eastern Michigan Busses. Carl- 
ton Ogburn of the Amalgamated Association of Street & Elec- 
tric Railway and Motor Coach Employes asked leave to present 
testimony at later hearings on the subject, provision for which 
will be made hereafter. 

Accident statistics contained in the testimony of the vari- 
ous witnesses showed that accidents occurred most frequently 
after the driver had worked four or five hours and that the low 
point in accident occurrence came after the drivers had worked 
as much as eleven hours. Charles G. Morgan, Jr., secretary 
of the national safety committee of the American Trucking 
Associations, Inc., made a survey showing that truck accidents 
were lowest between the eleventh and twelfth hour of work. 
He reviewed 684 accidents and found that the accidents in that 
late a constituted two-tenths of one per cent of the total 
number. 





MOTOR LAW ADMINISTRATORS ELECT 


At the annual convention of the American Association of 
Motor Vehicle Administrators at the Arlington Hotel, Hot 
Springs, Ark., last week, the following officers were elected: 
President, John I. Rhodes, Jr.. Richmond, Va.; vice-president 
D. B. Hutchins, Phoenix, Ariz.; secretary-treasurer, Arthur 
McGehee; members of the executive committee, Lew E. Wal- 
lace, Des Moines, Ia.; Michael A. Conner, Hartford, Conn.; 
James P. Tierney. Charleston, W. Va.; Roy E. Weber, Harris- 
burg, Pa.; L. C. Hunt, Cheyenne, Wyo.; E. A. Conway, Baton 
Rouge, La. 

The association adopted a resolution recommending special 
licenses for drivers of school busses and drivers of trucks carry- 
ing explosives. They also adopted a number of recommenda- 
tions arising from the growth of trailer travel. These included 
endorsement of laws requiring rear vision mirrors, better lights 
and brakes and inspection of passenger carrying trailers. The 
association asked careful investigation of trailer camp condi- 
tions by health authorities in a resolution in which the spread 
of typhoid fever in these camps was cited. 





MOTOR ORDERS STAYED 


The Commission, division 5, has stayed, pending its further 
order, the recommended report and order in MC F-5, Queen 
City Coach Co. acquisition of control of Greensboro-Fayette- 
ville Bus Line, Inc., which was served October 29. 


UNIFORM TRUCK RATES 


Inability to obtain concurrences from a number of large 
operators has brought about a postponement of a considerable 
part of the plan for the committee of eleven and the Central 
States Motor Freight Tariff Bureau to publish uniform truck 
rates for application in the central states (see Traffic World 
November 21, p. 1018). As matters stood November 27 the 
new classification, rules and exceptions and the new class rates, 
with certain exceptions, were to be published December 5 for 
application on short notice. The entire plan, with reference to 
commodity rates, was postponed and the plan was to rework it 
in the light of the existing commodity rates of the competing 
non-concurring operators. 























































PAGE 1066 


So far as the class rates were concerned, it was intended 
to publish them in the Central States’ tariff No. 50. That 
document will contain bases agreed on at a series of meetings 
concluded earlier in the month. Important exceptions were to 
be made, however, where the existing class rates were lower 
between specific points reflecting the competitive situation. 

Some progress, it was said, had been made with reference 
to the canceling of commodity rates. Although it was the plan 
to cancel them almost in their entirety, it was said that the 
situation now required that the cancellations already made be 
withdrawn. Operators were requested to notify the bureau as 
to just what commodity rates had been canceled so that steps 
could be taken with the Commission to restore them until a new 
series of meetings could be held. At these meetings an attempt 
will be made to compile a series of five or six regional commod- 
ity tariffs and it is hoped that those issues would contain prac- 
tically all of the commodity rates effective in central territory. 

The new classification will be filed as a reissue of the 
National classification of the American Trucking Associations, 
Inc. It will be published with many more concurrences than 
the original document and will reflect, it was said, the general 
revisions in the new consolidated rail classification. 

At the offices of the Central Bureau it was said that hope 
of persuading the Trans-American Van Service, Inc., and other 
non-concurring operators to participate in the plan had not 
been abandoned. It was pointed out that should those concur- 
rences be obtained, the entire picture would be changed imme- 
diately and the original plan would be carried into effect. 


GRADE CROSSING ACCIDENTS 


An increase in the number of accidents at highway-railroad 
grade crossings in August, this year, compared with the same 
month last year, but a reduction in the number of fatalities 
resulting from those accidents, was shown by reports received 
for that month, according to the safety section of the Asso- 
ciation of American Railroads. 

In August, 1936, 118 persons were killed in grade crossing 
accidents in this country compared with 130 in the same month 
of 1935. There was an increase of 62 in the number of per- 
sons injured, the total for August, this year, having been 308 
compared with 246 in August, one year ago. 

The number of highway-railroad grade crossing accidents 
in August was 273 compared with 248 in the same month last 
year, or an increase of 25. 

Fatalities resulting from highway-railroad grade accidents 
in the first eight months this year totaled 1,027 compared with 
983 in the same period one year ago, or an increase of 44. 
Persons injured in the eight months’ period of 1936 totaled 
2,883 compared with 2,695 one year ago. The total number of 
accidents at such crossings in the first eight months of 1936 
was 2,483, an increase of 192 compared with the same period 
one year ago. 


“The railroads and numerous safety organizations are con- 
stantly striving to reduce the number of accidents at grade 
crossings, not only by the installation of safety devices, such 
as warning lights and safety gates, but by urging the public 
to exercise greater caution in approaching and passing over 
such crossings,” said the association. 

“Statistics for the first six months of 1936 show that nearly 
31 per cent of grade crossing accidents occurred when trains 
either were standing still or moving at a speed of from ong 
to nine miles an hour.” 


FREIGHT CAR NEEDS OF CARRIERS 


The car service division of the Association of American 
Railroads has recommended that each railroad survey its sup- 
ply and requirements for class A box cars and for cars of 
large cubical dimensions, both of the 40-foot and 50-foot sizes, 
taking into account the trend of loading now paralleling that 
of previous peak years of good business, with a view of pro- 
viding the number of cars that may be necessary to insure 
adequate supply. 

The division said in a revort prepared by W. C. Kendall, 
chairman, that, due to progressively high freight car loadings 
since early spring, without corresponding increase in service- 
able cars available, box car supply had been rather closely 
matched by car requirements, particularly since June. For 
the first time since 1931, said Mr. Kendall, the movement of 
the winter wheat crop required emergency measures. By these 
measures, said he, the crop was successfully handled with no 
shortage or complaint. In the period of heavy summer and 
fall traffic, said he, a generally tight box car supply prevailed 
in all parts of the country. Continuing, in part, he said: 

Box car difficulties such as have existed have applied principally 
to specialized demands; (a) standard 40-foot cars in class A condition, 
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particularly those of large cubical capacity, and, (b) 50-foot box cars, 

Traffic requiring cars in high class condition has been extremely 
heavy and in addition, during the long period of surplus, shippers 
have naturally had the choice of higher conditioned cars for loading 
which did not always require that type of equipment. Furthermore, 
the proportion of available box cars in condition for highest type of 
freight probably is lower than in former periods of active demand, 
While figures are not available showing the number of cars included 
in rebuilding programs, the decrease in the number of new cars con- 
structed and the decrease in ownership undoubtedly have a direct 
bearing on this situation. For instance, at the end of the six years 
1925-1930, inclusive, approximately a quarter of all the box cars in 
service were new within that period, while at the end of the follow- 
ing equivalent period (1931 to August 31, 1936, inclusive) less than 
four per cent of the total box cars in service were new within that 
time, and in the meantime there was a decrease of twenty-seven per 
cent in total ownership. 

There are approximately 25,000 fifty-foot box cars in service, of 
which all but one thousand are owned by western roads, including 
over twenty thousand owned by eight roads. In western territory 
several important railroads either have no ownership of these cars or 
a relatively small number. One eastern railroad is building seven 
hundred and fifty of these cars, not included in the above compilation; 
the balance of the eastern and southern ownership is distributed among 
four roads. 

As contrasted with this limited territorial ownership, traffic de- 
mands for the cars are universal, requirements considerably increas- 
ing in recent years by reason of tariff minima established in various 
territories without reference to the lack of ownership of this type of 
car. The result has been an improper distribution and considerable 
misuse of these cars, making it difficult much of the time to protect 
requirements even in territory where the cars are owned. 


AVERAGE PER DIEM PLAN 


A saving in excess of 212,000,000 empty box car miles in 

the year ended June, 1936, and an estimated saving of $12,- 
000,000 a year, are attributed to the average per diem plan 
for settlement of car hire between railroads, which was placed 
in effect by the board of directors of the Association of Amer- 
ican Railroads on May 1, 1935, according to a report of W. C. 
Kendall, chairman of the association’s car service division. 
; This plan, said the report, was primarily designed to elim- 
inate such of the empty box car mileage in the past that had 
been due to “the per diem urge so-called.” In brief, the plan 
provides that monthly settlement for box car hire between 
roads participating in the plan shall be on the basis of the 
average detention a month in the three calendar years prior 
to the adoption of the plan. In general discussion of the 
plan the division said: 

There have been some difficulties in connection with the applica- 
tion of the plan. Principally these have been due to the excessive 
detention away from home of Class A cars and failure to obtain a 
greater observance of the car service rules. Neither of these diffi- 
culties or failures is a fundamental fault of the plan, but their cor- 
rection is fundamental to its success. Instructions issued coincident 
to the effective date of the plan provided that cars should be held no 
longer than reasonably necessary to obtain a load and that car serv- 
ice rules should be rigidly enforced. The car service division, in 
attempting to correct these difficulties has specialized on intensive 
checking as to delays to cars and as to observance of car service rules. 
Our field force has in recent months been increased to permit a greater 
amount of this work. 

With the continued upward trend of loading, the increasing de- 
mand for equipment suitable for high class commodities, and with 
the margin between car supply and demand generally diminishing, 
observance of car service rules by all roads is found increasingly 
difficult. This latter is true not only with respect to cars subject to 
the average plan but to all types of equipment. The situation will 
not be found satisfactory until supervision on the part of all is sufficient 
and applied in such manner as to protect against rule violations now 
responsible for detention of cars away from the home line. 

The matter of adequate car repair program may properly be men- 
tioned in this connection. Misappropriation of cars is frequently due 
to failure of a road to maintain sufficient of its ownership in condi- 
tion to meet requirements of the traffic which it originates. 

The following principles of the average per diem plan should be 
vigorously followed by all charged with the duty of supervision of 
freight car handling: 


I. The car service rules to be consistently and effectively enforced. 

II. Foreign box cars not to be delayed in anticipation of loading to 
an unreasonable extent; and the interpretation of ‘‘unreason- 
able’’ must be varied to correspond with local conditions in each 
loading territory. 

III. Every individual charged with responsibility for box car handling 
thoroughly instructed as to the rights and obligations inherent 
in the plan and subject to adequate supervision to insure com- 
pliance. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Railroad Corporate Organization 


Third of nineteen articles on railroad organization, operation, and 
traffic by G. Lloyd Wilson, Professor of Transportation and Public 
Utilities, University of Pennsylvania, and Chairman, Committee on 
Education and Research, Associated Traffic Clubs of America. 


T is not possible, in a brief article on railroad organization, 
to do more than sketch the principal functions of the most 
important groups of primary and secondary railroad officers 

and indicate the relationships of these officers to each other 
and to the organization of the railroad as a whole. The plans 
of organization found in American railroads vary consider- 
ably, depending on the size of the railroad, whether it is com- 
pact or spread over a wide expanse of territory, whether the 
road is an independent property or part of a great railroad 
system, and other factors. A general discussion of this sort 
on railroad organization is like a composite photograph of a 
number of persons—it resembles each of the subjects without 
being an accurate portrait of any of them. 


Before discussing railroad organization, several classes or 
types of railroads should be identified. 


Railroads, regardless of size, location, and form of business 
organization, are divided into two classes with reference to the 
type of service performed: (1) line haul carriers—those op- 
erating between termini and connecting cities and towns at the 
end of their lines; (2) switching and terminal companies. This 
latter class includes all rail carriers that operate separately 
or for joint account, performing certain classes of terminal 
services as contrasted with line-haul services. 


For the most part, railroads in the United States perform 
these terminal services directly as a part of the business of 
the rail carriers, which also perform line-haul services. This 
is not always the case, however, for there are a number of 
switching and terminal services. Some of these railways are 
large and important carriers. The services performed by the 
switching and terminal companies include the performance of 
switching service only; the furnishing of terminal trackage or 
facilities, including union freight stations or passenger depots, 
stockyards, yards, and other property for the use of which 
charges are made; the performance of switching and terminal 
services; the operation of bridges and ferries exclusively; and 
the performance, primarily, of the switching or terminal serv- 
ices mentioned above but including the conduct of regular 
freight or passenger services other than switching or terminal 
services as incidental parts of their work. 


Operating and Lessor Companies 


Rail carriers, whether line or terminal, are distinguished, 
with respect to mode of organization, as operating companies 
and lessor companies. Operating companies include those the 
officers of which direct the business of actual transportation 
and the books of which contain operating as well as financial 
accounts, independent operating as well as fiscal entities. Les- 
sor companies, on the other hand, are those that maintain 
separate legal existence and keep separate financial accounts, 
but that do not keep operating accounts, the property being 
owned by, the lessor company and operated by a lessee company. 

Subsidiary railroad companies may be either operating or 
non-operating companies. They may form parts of operating 
companies through leases, operating contracts, or agreements, 
or by reason of the control of a majority of the voting capital 
stock by other companies. These subsidiaries have an inde- 
pendent existence at law and keep their own accounts. The 
ability to control the action of other companies through legal 
action determines the status of controlling and controlled com- 
panies. A lease on the property of another company does not 
amount to a form of control recognized by the Interstate Com- 
merce Commission as determining the status of a railroad as 
a controlling or controlled road. Affiliated companies are both 
the controlling and controlled carriers. A proprietary com- 
pany is one the entire capital stock of which is owned by 
another company. It may be either active or inacitve.' 


Classification of Carriers According to Revenue 


Carriers are divided into three classes according to the 
amounts of annual revenue from operation, designated by the 
Roman numerals I, II and III. Class I carriers are those with 
annual operating revenues exceeding $1,000,000—the large op- 

1For complete definition of types of affiliated companies, see the 
Interstate Commerce Commission's classification of general balance 
sheet accounts. 


erating companies. Class II carriers are those the annual 
operating revenues of which are between $100,000 and $1,000,000 
—the middle-size roads. A class III road has operating incomes 
of less than $100,000 a year. Changes in operating conditions, 
the number of miles operated, revisions in rates and in cor- 
porate relationships with other carriers, as well as growth and 
decrease in business tend to change the classification of indi- 
vidual roads from one revenue class to another. Since 1919 
the classification of carriers according to revenue by the Inter- 
state Commerce Commission has been based on the revenues 
earned by the carriers in 1919.’ 

The lasf statistical analysis (1934) of the Interstate Com- 
merce Commission indicates the relative importance of these 
three classes of carriers in each of the major sections into which 
the United States is divided for railroad traffic purposes.’ 


CLASSIFICATION OF CARRIERS BY REVENUE 


Eastern Southern Western 
District District District Total 
Class I Carriers: 
Number of Carriers ....... 52 32 60 144 
Miles of line owned .......29,364 34,762 114,471 178,597 
Miles of lime operated ..... 59,162 45,310 134,083 238,555 
Class II Carriers: 
Number of Carriers ....... 59 52 95 206 
Miles of line owned ....... 2,104 2,947 5,752 10,803 
Miles of line operated ..... 2,043 3,189 6,589 11,821 
Class III Carriers: 
Number of Carriers ....... 54 89 120 263 
Miles of line owned ....... 665 1,515 2,134 4,314 
Miles of line operated ..... 711 1,519 2,276 4,506 
All Carriers: 
including lessor, proprie- 
tary circular and unofficial 570 306 423 1,299 
Mileage owned ............ 57,669 48,648 137,540 243,857 
Mileage operated .......... 62,125 50,462 143,831 256,418 


General Organization of Railroads 


All railroad lines, large and small alike, are organized 
along substantially similar lines, though the larger companies 
have larger and more complex organizations in which the func- 
tions are more minutely subdivided. Smaller railroads have 
fewer officers and employes who perform, as a rule, a greater 
variety of duties. 

There are four general classes of railroad officers—execu- 
tive, operating, engineering, and traffic. 

Executive officials include those concerned with the execu- 
tive, financial, and legal duties in which the railroads as units 
are concerned. These officers are usually directly responsible 
to the directors of the corporation and act as its representatives 
in dealings with municipal, state, and national authorities. In 
general, the control of capital, funds, and managerial policy is 
vested in these officials who, as a rule, appoint the other officials 
subordinate to them. 

Operating officers include the heads of departments charged 
with the responsibility of operating the road. The actual work 
of train crews, the Dns rm station employes, mechanical 
force, signalmen, and switchmen, is supervised by this group 
of officials. 

Engineering officials include the departmental heads con- 
cerned with the engineering activities of railway construction 
and maintainance. The designing and construction of roadbeds 
and structures is supervised by them. 

Traffic officials include the department heads and others 
responsible for the solicitation and retention of passenger and 
freight business and the supervision of the making and pub- 
lishing of tariffs of rates and charges. 


The four general classes of officials are common to all 
roads, large or small. In the smaller roads the volume of 
business is such that only a few men are needed to manage 
the property. Nevertheless, the organization is subdivided along 
the lines indicated. A few officials are responsible for several 
phases of the executive, operating, engineering, and traffic func- 
tions. In larger railroad systems many more officials are en- 
gaged in the different phases of administrative work and the 
work is more minutely subdivided. 


Centralized, Regional, and Semi-Regional Organization 


Before discussing further the general duties of railroad 
officers of various types, a distinction should be made among 


2 Order of I. C. C., Nov. 22, 1920. 
* “Statistics of Railways of the United States,"’ Interstate Commerce 
Commission, Washington, D. C., 1936. 
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railroads organized according to centralized, regionalized or 
semi-regionalized plans. 

The centralized type of organization is usually found 
among railroads of small or middle size that serve a compact 
territory. All departments of railroads of this type are super- 
vised from one central headquarters, located usually in one of 
the important cities served by the road. 

Several larger railroad systems that serve wide expanses 
of territory are divided into several regions with headquarters 
in each region. The general corporate and executive work is 
performed by the system officers, while the work of the regions 
is supervised by the regional officers. A road organized ac- 
cording to this plan is virtually a complete railroad in each 
region, but is bound closely together by the general system 
organization. 

Some railroads that have outgrown centralized organiza- 
tion have decentralized their organizations by creating sep- 
arate district officers to perform certain functions but have not 
gone to the extent of regionalization. In between regionalized 
and centralized organizations there are numerous variations of 
organization partly centralized and partly decentralized in char- 
acter. 


Typical Railroad Corporate Organizations 


The stockholders are the real owners of the corporate 
property from whom all powers are derived. These owners 
select a board of directors to represent them in the manage- 
ment of the property, the stockholders voting, usually, accord- 
ing to the number of shares owned. The directors, in turn, 
usually select an executive committee from among the mem- 
bers of the board of directors. This committee is responsible 
to the board and represents it in dealing with executive prob- 
lems. 

The directors, usually through the executive committee, 
select the president of the corporation, customarily a mem- 
ber of the board, who is responsible for the management of 
the property. In the president is vested, as a rule, the authority 
to appoint subordinate officials. The authority of the stock- 
holders is thus concentrated, through the directors and execu- 
tive committee, in the president. From this point the authority 
is spread out again in an hourglass shaped diagram by dele- 
gation to vice-presidents, operating managers, traffic managers, 
accounting and finance officers, and other officers, over a con- 
stantly widening area. 

Subordinate directly to the president of the corporation are 
the treasury officials, the secretary’s staff, and the legal officers. 

The secondary officials, including the operating, traffic, and 
engineering officials, are also usually appointed by the presi- 
dent. These men, in turn, appoint the minor officials and em- 
ployes of their respective departments, obtaining, in the 
appointment of the more important employes, the avproval of 
the president or other executive official. 


Duties of Principal Primary Officials 


The primary officers of the road include those in charge 
of the work of the road as a system, and not the supervision 
of a region or division of the road. Chief among these officials 
is the president. The principal duties of the primary officers 
are discussed briefly below. 

Railroad presidents are concerned largely with problems 
of a general executive nature. They are actively and intimately 
connected with the management of the corporation’s affairs ds 
systems. Among the duties of the typical railroad president 
are: 


1. The operation of the road on a basis of profit sufficient to pay 
fixed charges and reasonable dividends. 


2. Representation of the road before national, state, and local ad- 
ministrative bodies. 

3. Decisions concerning lease, sale, or extension of the line, subject 
of course, to approval of the directors. 

4. Judgment on questions of policy of the corporation concerning 
purchases of more than minor importance. 

5. Arrangements concerning new financing or refinancing. 

6. Recommendations to directors concerning dividends. 

7. General supervision over work of department heads. 

8. Chairmanship of the board of directors, in some cases whvre 
there is no other chairman of the board. 


If the railroad has but one vice-president, he functions 
generally as the deputy to the president as chief executive 
officer of the corporation. Among larger railroads there are 
usually several vice-presidents, each with responsibility for one 
of the several phases of railroad management—operation, traf- 
fic, accounts and finance, and sometimes law. 

The secretary’s work deals with problems affecting the 
railroad as a whole and he is properly classed as an executive 
officer. He is the secretary of the corporation and of the board 
of directors. In some instances he supervises the real estate 
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transactions in which the corporation is involved, and some- 
times attends to the stock and other security transfer records, 

The treasurer is responsible for the custody of corporate 
funds. In theory, the receipts of the roads are collected by 
the treasurer’s staff, but in practice most roads are organized 
in such way that the actual work of collecting and accounting 
for revenues devolves on other departments. The treasurer's 
staff takes charge of funds collected from the various revenue 
producing services performed by the railroad. In addition to the 
duties referred to above the treasurer of a typical railroad is 
concerned with: 


1. Advising the president and board of directors with respect to 
corporate finances. 


2. Arrangements for retiring and refunding outstanding securities, 
3. Custody of the corporation’s treasury securities. 
4. Assistance in the formulation and execution of financial policy. 


A large railroad usually has a chief legal officer and a 
staff of full time attorneys, while some small railroad cor- 
porations have no officers ranking as counsel. The services of 
a firm of attorneys or of a single attorney may be engaged 
upon a retainer basis. Legal advice is obtained as needed and 
professional services are paid for on the basis of work done, 
with an annual retainer to hold the firm available when needed. 
The legal officers of railroads are concerned usually with the 
legal work of the corporation, including: 


1. Defense of claims. 


2. Advise in problems related to corporate finance, organization and 
management. 


3. Cooperation with the traffic department in rate and related mat- 
ters. 


4. Representation of the corporation before regulatory bodies. 
5. Conduct of litigation. 


Duties of Secondary Officials 


The secondary officials have been described as those ad- 
ministering the affairs of the various departments or divisions. 
Chief among them in typical railroad organizations are the 
officials in charge of operation, accounting, and traffic. 


The actual work of supervising the operation of the road 
is usually vested in a general manager or general superin- 
tendent having general supervision over train operations, main- 
tainance of ways and structures, and maintainance of equipment. 
Each of these subdivisions of the work of operating the prop- 
erty is supervised by an officer reporting to the general manger. 
In some cases, a vice-president has charge of operation. Most 
roads are divided for operation into divisions, each of which is 
supervised by a division superintendent. 

The work of obtaining and retaining freight and passenger 
traffic, determination of rates and charges, and publication of 
rates and charges is entrusted to a traffic manager. In some 
smaller railroads the title of this officer may be general freight 
and passenger agent, or any one of a number of titles, but, 
in substance, the duties of all such officials are identical. In 


larger railroad systems, a vice-president has general supervision 
over the work. 


The supervision of the entire freight, baggage, and pas- 
senger traffic is supervised by this official, who is assisted by 
variously designated minor officers. 


The work of the accounting department in most railroads 
is under the supervision of a comptroller or auditor or other 
accounting official. In a large railroad system, a vice-president 
has general supervisory authority. The work of the account- 
ing department is intimately connected with the work of all 
other departments in respect to the accounting for the revenues 
and disbursements and the statistics required by management 
and by regulatory bodies. The accounting denartment has 
something of the same relationship to the treasury that the 
traffic department bears to the operating department. The 
traffic department obtains tonnage; the operating department 
handles it; the accounting department accounts for the funds, 
and the treasurer acts as the custodian. 


In smaller roads, the collection process is simple com- 
pared to the elaborate procedure necessary in larger systems. 
The accounting departments of smaller railroads receive cop:es 
of all revenue waybills, demurrage bills, ticket reports and 
stubs, and hold the agents responsible for the amounts indi- 
cated, except as they may be changed by correction. Once 
collected, the funds are turned over to the treasurer for dis- 
bursement and the auditor is relieved of responsibility. 


The functions and organization of railroad operating, traffic 
and accounting departments will be discussed more fully in 
later articles. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 


lems. We do not desire to take the place of the traffic man but to help him 
in his work. 


The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


No attention will be paid to anonymous communications or questions 
from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Tariff Interpretation—Application of Emergency Charge on 


Mixed Carload Shipments 


illinois.—Question: Please refer to Questions and Answers, 
page 826 of the October 24th issue of Traffic World, con- 
cerning Tariff Interpretation— Application of Emergency 
Charge on Mixed Carload Shipments. Your interpretation is 
clear except the emergency rate chargeable to Iron Valves, 
Brass Valves and Brass Fittings, which is the balance of 
the carload shipments referred to, all of which are rated 
on one commodity straight through carload rate. Would you 
apply 7 per cent on these items or 5c cwt.? It would appear 
to us that 7 per cent would be the proper rate to use inasmuch 
as 7 per cent cannot be charged on Iron Pipe Fittings specified 
in Group 489. 

Answer: Under Item 30 of the original tariff, the mixed 
carloads rule, the maximum or specific emergency charge rate 


stated in Part 4 is to be applied to each commodity at the 
actual weight of each. 


ae actual emergency charge rate in Part 4 on the por- 
tion of the shipment consisting of Iron Pipe Fittings is 2c per 
100 lbs.; on the Iron Valves, Brass Valves and Brass Fittings 


od —— emergency charge rate in Part 4 is 5 cents per 
1 Ibs. 


If we are correct in our conclusions, as stated on page 826 
of the October 24, 1936, Traffic World, the portion of the ship- 
ments consisting of Iron Pipe Fittings is not subject to 7 per 
cent of the aggregate line-haul transportation charges as a 
maximum, in view of the exception carried in circle reference 
mark 11, which is carried in connection with the emergency 
charge rate on iron pipe fittings. 


_ However, as to the Iron Valves, Brass Valves and Brass 
Fittings, no such exception is carried, but in view of the ex- 
ception with respect to the Iron Pipe Fittings, the portion of 
Rule 30 reading, “subject to 7 per cent of the ageregate line- 


haul transportation charges as a maximum can have no appli- 
cation to the shipment.” 


Tariff Interpretation—Application of Emergency Charge on 
Copper Scrap 


Utah.—Question: Group 520, Supplement 1 to Tariff of 
Emergency Charges, effective May 4, 1935, names .02% on 
copper scrap. Is it your opinion that this could be applied on 
a shipment of copper and brass scrap on the theory that 
Copper, Brass and Bronze designates the same metal as de- 
fined in Western Classification? For index on brass it refers 
you to “See Copper index.” 

Plainly, it was an oversight that the Tariff of Emergency 
Charges was not amended to include brass scrap at the same 
time as copper scrap. as effective June 20, 1935, in Item 521, 
Supplement 2, the .02% rate was made applicable on brass 
scrap. 

It would seem that the assessment of the .05 rate was 
entirely unreasonable on the shipment of copper and brass 
scrap. in fact was discriminatory and calls for correction. Car- 
rer. however, states inability to file informal complaint ad- 
justing the charges as they are restricted from doing so by 
the Law and Traffic Officers of the Western Trunk Line Com- 
mittee who declined the proposal. 

_ Will eppreciate your opinion in the matter, and whether 
ae has any other recourse than the filing of a formal com- 
plaint. 

Answer: While the same ratings are published in the 
Classification on Copper, Brass or Bronze articles, there is 
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nothing therein which justifies the conclusion that the term 
Copper includes Brass or Bronze. In fact, we understand that 
these three terms describe similar, but actually different alloys. 


Rates—Through Routes and Joint Rates 


South Carolina——Question: Please advise us your opinion 
and Interstate Commerce Commission decisions, if any, with 
reference to the following question: 

We are refiners of vegetable oils and are located locally 
on the A Railway, within the switching limits of city X. Fre- 
quently we buy oils at stations located on the C Railway Com- 
pany, which stations can be reached by routing tanks via the 
A Railway to junction point Y and thence the C Railway, in- 
volving a much shorter haul than by routing via A Railway to 
city X, and thence C Railway Company. By routing via A 
Railway and junction point Y, we save both A and C Rail- 
way Company’s terminal switch at city X, but the C Railway 
Company restricts the rates from local stations on their line to 
apply only via their line (C Railway Co.), and desire to haul 
the oil a circuitous route rather than remove this restriction 
and set off at junction point Y for the C Railway. Oil refiners 
at city X get the benefit of the C Railway restriction, as they 
can get oil switched to them, but account of our location, we 
face a local rate or a specified switch charge in order to get 
cars placed. 

It appears to us the C Railway Company should be com- 
pelled to remove this unnecessary routing restriction and set 
cars from local stations on their line at junction point Y for 
the A Railway, which line (A Railway) would place at our 
plant and save terminal switching for both lines at city X. It 
is our opinion that the divisions the C Railway would give the 
A Railway for hauling cars from junction point Y to our 
plant would not offset the extra cost of circuitous mileage and 
terminal switching the C Railway incurs, by wanting to haul 
the traffic altogether over their line. : 

Answer: In Miller Paper Co. vs. P. R. R. Co., the Commis- 
sion said that in the absence of undue prejudice or an unduly 
circuitous route, it cannot, because of the limitation on its 
power, contained in paragraph (4) of section 15 of _the act, 
require a carrier to turn traffic over to a connecting line, 
when to do so would require it “to participate in a through 
rate embracing substantially less than the entire length of its 
line between the points in question,” citing the New York 
Harbor case, 47 I. C. C. 643 and 722. See also, with respect 
to this question, I. and S. Docket 2559, Routing Brick and Clay 
Products, 112 I. C. C. 252. In this case the complainant pro- 
tested against the cancellation of a joint rate on common brick 
from Van Wyck, S. C., to Charlotte. N. C.. avplying via the 
S. A. L. in connection with the Southern Railway, the can- 
cellation of which through rate would result in the assessment 
of a switching charge at destination on shinments for delivery 
on the Southern Railway at that point. In finding the cancella- 
tion of the rate to be justified, the Commission said: 


Section 15 of the act clearly relieves respondent of the obligation 
to participate in the joint route with the Southern, unless the situa- 
tion be affected by the resulting increase in the maximum rate of 5 
cents, now applicable over both the single and the joint line route 
under the scale described. The application of that scale, however, is 
subject to the inhibition of the act against short hauling a carrier in 
the through route. *-Respondent’s route is not unduly long. The rate 
over that route is the rate prescribed by us on common brick for the 
distance, and the record of past routing by protestant does not argue 
for the maintenance of the joint route as a real necessity to protestant. 


As to the non-absorption of switching charges on traffic 
to and from strictly local points, see the Commission’s opinion 
in Richmond Chamber of Commerce vs. S. A. L. Ry., 44 I. C. C. 
455, on page 466, of which the Commission said: 


The carriers’ refusal to absorb the switching charges on traffic to 
and from strictly local points is justifiable. In such instances the 
transportation service is substantially dissimilar, for the movement is 
either over a different line, or, if over the same line, for a substantially 
different line haul. If the carriers, in view of our conclusions herein, 
hereafter absorb the switching charges equally for all shippers on 
traffic to or from common points, while continuing to refuse to absorb 
the switching charges to or from strictly local points, it may result that 
the aggregate charges for the latter service will exceed those for the 
through service to or from the industries at Richmond. Although this 
might be considered a technical departure from the fourth section, the 
Commission in Conference Ruling 304, paragraph (d), and in Fourth 
Section Order No. 5 of March 20, 1911, has provided for this situation. 


Freight Charges—Liability of Owner for Balance of Freight 
and Storage Charges Where Amount Realized from Sale 
of Goods Is Less Than Legally Published Charges 


Florida.—Question: We have several shipments held at 
stations on our line unclaimed and some refused by consignee. 
When the shipment arrives at station the agent sends proper 
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postal notice to consignee and, if not called for in fifteen days, 
the agent makes report of freight being unclaimed and we in 
turn write to consignor and origin agent that shipment on 
hand freight charges amount and describe goods and ask for 
disposition at once, and if disposition is not furnished we 
trace for disposition on unclaimed and refused freight every 
fifteen days. We have complied with bill of lading contract 
in every respect as to trying to effect delivery of goods. 


How long should we hold shipment on hand before adver- 
tising the shipment for sale and selling at public auction? 
After sale, if there is a deficit in the freight and storage charges, 
should we call on the shipper for same? 


Suppose the shipper and consignee is the same person and 
shipment unclaimed and cannot locate shipper? 


We have shipment on hand at present that we have been 
trying to get disposition for one year and unable to receive 
disposition and consignor has acknowledged our several letters 
and used every effort to get consignee to take possession of 
freight. Storage charges have accrued and now storage and 
freight charges are in excess of the invoice value of the goods 
and consignor advises us to sell, as he cannot use the goods 
unless we waive storage charges, which we cannot do. What 
disposition is to be made of these freight and storage charges? 


Answer: Where a carrier waives prepayment and the con- 
signee refuses to take the goods and pay the transportation 
charges, and the carrier, in strict conformity with law, sells 
the goods to enforce its lien for freight charges, and there 
still remains a balance due, the consignor is liable to the car- 
rier therefor, and this liability of the consignor under such 
circumstances applies, it has been held, as much to a charge 
for demurrage and storage as to freight or other lawful 
charges which the carrier is bound to collect. See Jelks vs. 
Philadelphia, etc., R. Co.. 80 S. E. 216; Bewley-Darst Coal Co. 
vs. W. & A. R. Co., 87 S. E. 702; B. & O. vs. Luella Coal & 
Coke Co., 81 S. E. 1044; Pa. R. Co. vs. Kemmers, 73 Pa. Super. 
Ct. 588; Central R. R. of N. J. vs. Berry, 165 N. Y. S. 1041; 
Pa. Co. vs. W. A. Fraser, 175 Ill. App. 645. 


Furthermore. there are statutory provisions in the several 
states which make the owner liable for the balance due for 
freight charges where goods are sold by a carrier for its 
charges. See, for instance, section 2600 of the Civil Code of 
1912 of the state of South Carolina. 


Paragraphs B and C of section 4 of the Uniform Bill of 
Lading Contract Terms and Conditions govern the sale of 
refused or unclaimed goods, in so far as interstate shipments 
are concerned. 


Goods should be sold in conformity with the provis‘ons 
of the law and after the expiration of the time during which 
they must be held for account of the owner. See Norfolk 
Southern Railroad Co. vs. New Bern Iron Works & Supply Co., 
174 N. C. 188, in which the court, on page 190, said: 


At common law a carrier was not allowed to enforce its lien for 
freight and storage charges by act inter partes. It was required to re- 
sort to the courts. Hutchinson on Carriers (3d Ed.), Sec. 889. Under 
our statute, however, Revised Sections 2637-38, the right of foreclosure 
by sale in case of nonperishable freight is given, after six months, and 
while this is a state statute, being, as it is, a part and in furtherance 
of the remedy afforded by the law in such cases, we see no reason, in 
the absence of any interfering regulation by Congress, or of the Inter- 
state Commerce Commission, why it should not prevail both as to the 
inter and intrastate shipments; and, under the recognized principle 
that both in a case of tort and breach of contract an injured party is 
required to do what business prudence requires to minimize the loss. 
Tillinghast vs. Cotton Mills, 143 N. C. 268, and R. R. vs. Hardware Co., 
143 N. C. 54, we think the plaintiff may not recover for the entire time 
which has elapsed since this shipment was refused, but is restricted to 
the time when he could have relieved himself of the charge by sale 
pursuant to statute. 


See also Davis vs. Adams, 293 Fed. 890. 

Demand should be made against the owner of the goods for 
the amount of the charges over and above the proceeds of the 
sale. If collection cannot be had upon demand, the only means 
of collection is through the institution of suit, which, under 
the law, a carrier is required to institute where there is a 
probability of the recovery of its charges. 

Necessarily, where the shipper and consignee are the same 
party and he cannot be located, there is no way in which a 
balance due after sale of the goods can be collected. 


Reparation—Evidence of Payment and Bearing of Freight 
Charges 


New York.—Question: With further reference to your dis- 
cussion of page 311 of the Traffic World of Feb. 15, 1936, under 
the Caption “Reparation—Paid Freight Bills as Evidence of 
Receipt of Shipments and Payment of Freight Charges There- 
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on,” on the question of how receipted freight bills should be 
identified by a witness who is complainant’s agent, but not 
one of its regular employes. 

Please advise whether, in your opinion, the production by 
such witness of the cancelled checks alone, covering payment 
of the freight bills, or together with evidence that he has ex- 
amined complainant’s books of entry, would sufficiently qualify 
him to properly identify the freight bills, the authenticity of 
which is questioned by the carriers. 


Answer: Judging from the statements of the Commission 
in Bisbee Linseed Co. vs. Baltimore & O. R. R. Co., 215'I. C. C. 
250 and a later mimeographed report in that case, the de- 
cision in A. B. Cole & Sons vs. Missouri Pac. R. R. Co., 206 
I. C. C. 313 furnishes a rule for what is necessary to prove 
adequately the paying and bearing of freight charges. 

That the party to whom you refer is a competent witness 
or that the evidence, only that he has examined complainant's 
books of entry, is proof of the paying and bearing of the freight 
charges by the complainant within the requirements of the 
rule announced in the case last cited above is in our opinion 
very doubtful. 


Freight Charges—Liability of Consignee for Undercharges Not 
Ascertainable by Consignee at Time of Delivery of Ship- 
ment 


New Jersey.—Question: We would appreciate having you 
reply to the following question: 


Shipper forwards tank car of oil on an order notify bill 
of lading consigned to incorrect destination. Consignee imme- 
diately notifies shipper by telegram and refuses draft with 
bill of lading attached. Shipper diverts the car and carrier 
places on the original bill of lading their diversion clause. Bill 
of lading is again presented with draft and accepted by the 
consignee. Freight charges are presented by the carrier on the 
through rate from shipping point to correct destination. After 
a period of six months has elapsed the delivering carrier pre- 
sents due bill, claiming that car arrived at the incorrect des- 
tination as specified in the bill of lading prior to the divers‘on 
and demands local freight from shipping point to first destina- 
tion plus reconsignment charge and local freight from incorrect 
destination to final destination. Consienee refuses to honor due 
bill. claiming that. while he accented the goods, he accepted 
a bill of lading with a diversion clause noted thereon executed 
by the carrier, and referred carrier to the shipper for collection. 
Carrier endeavors to collect the due bill from shipper, who wil! 
not acknowledge receipt of anv of the carrier’s letters. and 
the carrier now demands the balance due charges from the 
consignee. 


Answer: The acceptance of goods from the carr‘er by the 
consignee makes him prima facie liable for the payment of 
the freight charges. C. C. C. & St. L. vs. Fink, 250 11. S. 577: 
N. Y. C. & H. R. R. Co. vs. York & Whitney, 256 U. S. 406. 

However. in Jas. C. Davis, Director-General, vs. Akron 
Fuel & Milling Co., 296 Fed. 275. the court laid down the prin- 
ciple that a consignee is not liable for charges where he has 
no knowledge nor equal means with the railroad company of 
acauiring knowledge that the entire amount of the charges 
had not been paid at the time the shipment was delivered to 
him. 

There are two comparatively recent cases. one of which 
follows the reasoning of the decision in the Akron Feed and 
Milling Co. case, 396 Fed. 675. and the other follows the decision 
in Great Northern R. Co. vs. Hyder, 279 Fed. 783, and W. & A. 
R. Co. vs. Underwood, 289 Fed. 891. 


These cases are Cincinnati Northern R. Co. vs. Beverage, 
& Fed. (2d) 372. and C. R. I. & P. Co. vs. Central Warehouse 
Co., 20 Fed. (2d) 828. the latter the case to which vou refer. 

In the first case it was held that where a carload of hay 
was consigned to the shipper’s order and prepaid bill of lading 
was issued to the shipper, who was on the railroad’s credit 
list, neither the person presenting the bill of lading nor the 
one to whom the hay was sold and who received actual delivery 
was liable for transportation charges on the failure of the 
railroad to collect from the shipper, especially where no action 
was taken against the shipper, who was not shown to have 
been insolvent. 


In the other case, it was held that a railroad which de- 
livered a sugar shipment to a warehouse company, to whom 
the consignor had indorsed and delivered a shipper’s order 
bill of lading, reciting that charges had been prepaid, can 
collect unpaid charges from the warehouse company, since 
by accepting such shipment it became liable for the carrier's 
lawful charges, in view of the interstate commerce act. An- 
other case in which the question has been considered is Houston 
& T. C. R. Co. vs. Johnson 1 (2d) SW 706. 
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- Doings of the Traffic Clubs 





E. K. Borchard, technical manager, Keystone Portland 
Cement Company, will speak on “Portland Cement and Con- 
crete” at a meeting of the Wyoming Valley Traffic Club at the 
Hotel Redington, Wilkes-Barre, Pa., December 9. Motion pic- 
tures will be shown. 





Proposed changes in the by-laws of the Traffic Club of St. 
Louis, submitted by the club’s by-laws committee of which 
Frank Mullivan, vice-president, Crunden-Martin Company, is 
chairman, will be considered at a luncheon meeting to be held 
at the Hotel Statler Noember 30. E. M. Hymans, district super- 
visor, Commission’s motor carrier bureau, will speak before 
the study group of the club at the Soldan High School Decem- 
ber 8. 





Joseph Christman was recently elected thirteenth president 
of the Traffic Club of Brooklyn, which 
was organized 25 years ago. He has 
served three years as assistant treas- 
urer and one year as vice-president, 
besides four terms on the board of gov- 
ernors. He was born in Scranton, Pa., 
thirty-seven years ago. When he was 
a boy, his parents moved to Brooklyn, 
where he received his early education 
in public and high schools. He is a 
graduate of the Traffic Managers In- 
stitute of New York and has served as 
secretary and vice-president of its 
alumni association. His business career 
began as an accountant and teller in 
the Seaboard and National City banks, 
and while thus engaged he completed 
various courses of study in the Alexan- 
der Hamilton Institute. His connections in the transportation 
field have included positions in the operating, accounting, and 
traffic departments of the Universal Carloading and Distribut- 
ing Company, Keystone Freight Company, and Judson and 
Commerce Freight Company. He is now a commercial agent 
for the National Carloading Company, covering the Brooklyn 
area. 





The following officers have been elected by the Traffic Club 
of Dallas: President, Sid D. Sparkes; first vice-president, J. M. 
Cody; second vice-president, W. M. Vaughn; third vice-presi- 
dent, C. R. Gartrell; secretary-treasurer, George Adamcik; 
chairman of the board of directors, Frank A. Leffingwell. No- 
vember 20 was traffic day at the Texas Centennial Exposition. 
Club headquarters were in the varied industries building. 
Members attended a luncheon at the Old Nuremburg Inn on 
that day. Mr. Sparkes entered railroad service in 1913 as a 
stenographer with the Orient Railway, now a part of the A. T. 
and S. F. He came to the Missouri-Kansas-Texas in 1917 as 
soliciting freight agent at Galveston and became traveling tariff 
inspector out of the Dallas office in 1920. In the next six years 
he served as rate clerk, chief rate clerk and chief clerk at Dal- 
las and in 1926 was appointed assistant general freight agent 
at St. Louis. In 1927 he was transferred to Dallas and in 1931 
made general freight agent. He was appointed freight traffic 
manager for the M-K-T in 1935. 





Harold F. Goodrich, comptroller, city of St. Paul, spoke at 
a luncheon meeting of the Transportation Club of St. Paul at 
the Hotel Lowry November 24. There was a turkey raffle and 
a program of musical entertainment. 





Dr. J. R. Garber spoke on “The Value of the Health Depart- 
ment to the Community” at a luncheon meeting of the Bir- 
mingham Traffic and Transportation Club at the Tutwiler 
Hotel November 25. 





At a meeting of the Women’s Traffic and Transportation 
Club of Portland, Ore., November 18, Ruth B. Heckman, presi- 
dent of the club, announced the acceptance by the board of 
directors of the Associated Traffic Clubs of America of the club’s 
application for membership. The club, she added, was the only 
organization in Portland to hold such a membership and the 
first women’s organization in the Pacific northwest to join the 
national body. Stanley Sorenson, president, Portland Trans- 
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portation Club, spoke on “Traffic Management.” There was a 
program of entertainment. 

Motion pictures of the games of the University of Minne- 
sota football team will be shown at a luncheon meeting of the 
Traffic Club of Minneapolis at the Hotel Nicollet. December 10. 
The club held a turkey raffle in connection with its regular 
weekly luncheon meeting at the Hotel Nicollet November 23. 





C. B. Denman, president, National Live Stock Marketing 
Association, will speak on “Our National Problem in Meat Pro- 
duction and Distribution” at a luncheon meeting of the Traffic 
Club of Chicago at the Palmer House, November 30. The affair 
is sponsored by the club’s public affairs committee, which is 
also planning a Christmas party, for the benefit of the club’s 
basket fund, to be held at the Palmer House December 17. 





The Cincinnati Traffic Club will sponsor a luncheon in con- 
nection with the meeting of the Ohio Valley Transportation 
Advisory Board at the Netherland-Plaza Hotel December 8. 
J. M. Fitzgerald, vice-chairman, committee on public relations 
of the eastern railroads, New York City, will be the speaker. 
The club will hold a supper dance at the Netherland-Plaza 
December 5. 





The Philadelphia Traffic Club will hold a New Year’s eve 
dinner and celebration at the Warwick Hotel December 31. 





In this column last week it was inadvertently stated that 
J. G. Neville has been elected president of the Traffic Club of 
Topeka, Kan. Mr. Neville was elected vice-president. Chester 
A. Buell, general agent, Missouri Pacific,;was elected president. 





The annual dinner of the Woman's Traffic Club of Chicago 
will be held at the Palmer House December 7. R. E. Pattison, 
American Institute of Banking, will speak on “What Do You 
Think, When You Think.” The club recently won first prize 
in a contest for the sale of tickets to the Ballet Royale, a pro- 
duction at the McVickers Theater. 





George Sellmayer, president, Baltimore City Council, will 
speak on “The Packing Industry in Baltimore,” at a dinner 
meeting of the Traffic Club of Baltimore at the Lord Baltimore 
Hotel December 1. There will be a program of musical enter- 
tainment. 





The Association of Railroad and Steamboat Agents of Bos- 
ton will hold a Christmas party for the ladies December 7 at 
the Parker House. There will be dancing, favors for the ladies 
and a program of entertainment. 





Commander Jacob H. Klein, Jr., U. S. N. retired, will be 
the speaker at a dinner meeting of the Miami Valley Traffic 
Club at the Van Cleve Hotel December 3. 


The Milwaukee Traffic Club will hold a luncheon meeting 
at the Wisconsin Hotel December 7. W. H. Drane Lester, 
inspector, Federal Bureau of Investigation, Washington, D. C., 
will speak. The affair is in the hands of the club’s educa- 
tional committee, of which F. J. Mooney is chairman. 





The Discussion group of the Oakland, Cal., Traffic Club 
held a meeting at the Athens Athletic Club November 24. 
Frank M. Chandler, traffic manager, Certain-Teed Products 
Corporation, and L. M. Fites, traffic manager, Durkee Famous 
Foods, Inc., led the discussion on the construction of railroad 
rates; J. W. Day, traffic manager, California Corrugated Cul- 
vert Company, on contingent liability of the shipper on cargoes 
moving by truck, and C. C. Miller, assistant traffic manager, 
Chevrolet Motor Company, on what constitutes delivery. 





“A declaration by the administration that it would favor 
the preservation of private ownership would do more than 
any other one thing to reassure the confidence of investors,” 
said B. H. Taylor, assistant vice-president, traffic department, 
Chicago, Burlington and Quincy, at a luncheon meeting of the 
Traffic Club of New Orleans at the Hotel Monteleone Novem- 
ber 23. He said the adoption of the proposed six-hour-day law 
would be a step in the direction of government ownership of 
the railroads. “It is good to see that car loadings are increas- 
ing,” he added, “but wages, materials and supplies are likely 
to go higher also. Fully 51 per cent of the class I railroads 
of the country in the fiscal year just past failed to earn fixed 
charges; but with equitable rates and fair treatment as busi- 
ness increases the answer to the future life of the railroads is 
likely to be ‘yes’.” He said the railroads ought to be more con- 
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cerned with letting the public know about the improvements in 
service, efficiency and equipment they were making. The edu- 
cational committee of the club is sponsoring a traffic school 
the sessions of which are held on Monday evenings at the New 
Orleans Public Service auditorium. The club is assembling a 
Christmas basket fund. 





J. M. Fitzgerald, vice-chairman, committee on public rela- 
tions of the eastern railroads, spoke on “Why Government 
Ownership of Railroads?” at the annual dinner of the Trans- 
portation Club of Buffalo at the Hotel Statler November 17. 
Samuel B. Botsford, executive vice-president, Buffalo Chamber 
of Commerce, was toastmaster. R. F. Schwindeman, president 
of the club, presided. The invocation was by the Rev. John P. 
Boland, regional director, National Labor Relations Board. 
There was a program of entertainment. John J. Brinkworth, 
assistant superintendent, New York Central, was general chair- 
man of the committees in charge. 





Personal Notes 





J. H. Kuntz has been appointed assistant general freight 
agent at Chicago for the Baltimore and Ohio and the Alton 
Railroad. O. K. Sanders has been appointed district freight 
representative for those railroads at Tulsa, Okla. 

J. K. Williams has been appointed general agent for the 
Louisville and Nashville at Detroit, Mich. 

Gerhard M. Dahl, chairman of the board, Brooklyn-Man- 
hattan Transit Corporation, has been appointed chairman of 
the committee of the transportation industry to assist in the 
selling of bonds to finance the construction of the New York 
World’s Fair to be held in 1939. 

Chason C. Wilkes, commercial agent, Old Dominion Line 
of the Eastern Steamship Lines, Inc., Atlanta, Ga., died at 


Bremen, Ga., November 14, as the result of an automobile 
accident. 


More than 450 attended a luncheon at the Commodore 
Hotel, New York, November 16, in honor of Alfred D. Davis, 
who has been appointed director of sales for the Keeshin motor 
system at Chicago. William J. Egan, assistant state attorney 
general, New Jersey, was toastmaster. William Hildebrand 
was chairman of the committee on arrangements. 


The Southern Pacific Lines in Texas and Louisiana and 
the Texas and New Orleans have announced the following 
appointments: J. S. Netherwood, assistant superintendent, mo- 
tive power and equipment, Houston, Texas; W. Donahue, super- 
intendent of shops, Algiers, La.; J. E. Frels, master mechanic, 
Ennis, Texas; F. L. Carson, master mechanic, San Antonio 
division, San Antonio, Texas; J. H. Hough, roundhouse fore- 
man, Yoakum, Texas; Z. M. Anderson, night roundhouse fore- 
man, Victoria, Texas. 


J. B. Koch has been appointed agent for the Indiana Rail- 
road and the Indiana Service Corporation at Fort Wayne, Ind. 

Howard M. Burtch, an inspector for the Commission for 
more than twenty years, died suddenly at his home in Chi- 
cago November 20. He had retired from his position Novem- 
ber 10 and friends and associates at Chicago had arranged a 
farewell dinner for him on the evening of the day of his death. 

Oris P. Van Sweringen, head of the Van Sweringen rail- 
road interests, died suddenly on a train en route from Scran- 
ton, Pa., to New York City, November 23. With his brother, 
Mantis J. Van Sweringen, who died less than a year ago, he 
had built up a railroad empire which included the New York, 
Chicago and St. Louis, the Erie, the Chesapeake and Ohio and 
the Pere Marquette. 


RAILROAD INFORMATION 


The Association of American Railroads has issued the fol- 
lowing: 


Tank cars now are used for the transportation of all kinds of 
liquids, including gasoline, oils, acids, chemicals, molasses and milk. 

Nearly seventy per cent of the accidents at highway-railroad grade 
crossings in the first six months this year occurred in clear weather. 

The Pullman Company in the past twenty-four months has carried 
more than 32,000,000 passengers without loss of life to a passenger or 
employe. 

Railroad car ferries operate across Lake Michigan all the year 
round, Of the nine routes over which they operate, one is ten miles in 
length while the others range from 65 to 100 miles. 

More than 1,000 passenger trains which have been named after 
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cities and famous men, or have been given names indicative of speeq 
or romantic appeal, operate in the United States. 

A pound of coal burned in a locomotive, on the average turns eight 
pounds of water (one gallon) into steam. 

The railroads and the Pullman Company in the past six months 
have equipped 1,698 additional passenger cars with air conditioning, 
which brings to 7,846 the total number of such cars in operation. 


“FLYING AIR NAVIGATION” LABORATORY 


An air transport type airplane equipped with all of the 
newest air navigation features and safety devices which are 
in use in scheduled air transportation, has been delivered to the 
Bureau of Air Commerce, Eugene L. Vidal, Director of Air 
Commerce, has announced. The plane will be used by bureay 
air line inspectors in their work of examining air line pilots 
and checking air lines; for development on air line equipment, 
particularly aids to air navigation; and for blind approach test- 
ing. In short, it is a “flying air navigation” laboratory, says 
the director, who adds: 


Known as the Lockheed 12A, the airplane was designed on the 
basis of Department of Commerce specifications so written as to pro- 
duce a craft which not only would meet the need for an airplane for 
air line inspectors and for development work, but also would provide 
a new type of ‘‘feeder’’ air line service. Air line operators had ex- 
pressed to the bureau a desire to see development work done on an 
airplane which would be suitable for this type of service. 

The Lockheed 12A is a low wing monoplane of all-metal construc- 
tion, with a wing span of 49% feet, and powered with two Pratt and 
Whitney wasp junior engines of 450 horsepower each. Cruising speed 
is 213 miles per hour; cruising range, 1,000 miles with pilot, copilot 
and 4 passengers, or pilot and 5 passengers, or it may be operated as 
an 8-place craft—2 pilots and 6 passengers—at a sacrifice in cruising 
range. 

The craft has the following special safety equipment: Complete 
two-way radio; a radio companss; de-icing ‘‘overshoes’’ on the leading 
edges of the wings and stabilizers; propeller de-icers; constant speed 
propellers, automatic pilot and radio antennae so mounted as to keep 
them free of ice. 

The plane was built in Burbank, California, and flown to Wash- 


ington by Bennett Griffin, Department of Commerce inspector and test 
pilot. 





AIR CONDITIONED CARS 


The railroads and the Pullman Company, in the last six 
months, have increased by 1,698 the number of air conditioned 
passenger cars in operation, according to J. J. Pelley, presi- 
dent of the Association of American Railroads. 

This brings to 7,846 the total number of air conditioned 
passenger cars owned and operated by the railroads and by 
the Pullman Company, in service in this country as of October 
1, this year. 

Of that number, the railroads had 3,777 air conditioned 
passenger cars compared with 2,731 on April 1, last, or an 
increase of 1,046. The railroads now have 2,185 passenger 
coaches which have been air conditioned, 771 having been added 
within the past six months. In addition they also have 874 
dining cars and 718 other classes of passenger equipment which 
have been air conditioned. 

The Pullman Company on October 1 had 4,069 air condi- 
tioned passenger cars, of which 652 were equipped with air 
conditioning devices in the last six months. These cars include 
not only sleeping cars but also other passenger equipment. 

The equipment research division of the association has for 
some months been conducting an investigation into the air 
conditioning of passenger equipment with a view of ascertaining 
what further improvements can be made and what can be done 
toward further standardizing such equipment in an effort to 
reduce installation and maintenance costs. This research work 
has now been completed and a report is being prepared. The 
report is expected to be ready to submit to the board of direc- 
tors of the association in the near future. 


ROLLING STOCK ADDITIONS 
Class I railroads in the first 10 months of 1936 placed in 
service 34,113 new freight cars, the largest number installed in 


any corresponding period since 1930, according to the Asso- 
ciation of American Railroads. 


The number placed in service so far this year was an in-— 


crease of 29,321 above the number installed in the correspond- 


ing period last year and an increase of 12,442 above the corre- : 








sponding period in 1934. i 


New cars installed in the 10 months’ period this year in- 
cluded coal cars, 15,350; box cars, 14,621; refrigerator cars, — 
2,819, and 1,323 miscellaneous cars. 


es 


New locomotives placed in service in the first 10 months — 
of this year included 73 steam and 27 electric and Diesel em ~ 
gines, compared with 31 steam and 102 electric locomotives — 


installed in service in the same period of 1935, and 22 steam 
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and 16 electric locomotives installed in service in the first 10 
months of 1934. 

Class I railroads had 14,068 new freight cars on order on 
November 1, this year, compared with 6,433 cars on November 
1, 1935, and 3,080 cars on November 1, 1934. 

New locomotives on order on November 1, this year, in- 
cluded 67 steam and 10 electric and Diesel engines, compared 
with 14 steam locomotives and three electrics on order on 
November 1, 1935, and 34 steam and 101 electric locomotives 
on order on November 1, 1934. 








PORTS OF LOS ANGELES AND LONG BEACH 


The Board of Engineers for Rivers and Harbors, War De- 
partment, announces the publication of a revised report on 
Los Angeles and Long Beach, Calif., which is issued as Part 1] 
of Port Series No. 13. The revised volume gives information 
with regard to port and harbor conditions; port customs and 
regulations; services and charges; fuel and supplies; and the 
facilities available for service to commerce and shipping, in- 
cluding piers, wharves, grain elevators, storage warehouses, 
bulk freight storage, dry docks and marine railways, marine 
repair plants, floating equipment, and wrecking and salvage 
facilities. Railroad and steamship lines are discussed and in- 
formation presented regarding their charges and practices in 
connection with terminal service. Tables are presented show- 
ing in detail the foreign and domestic water-borne commerce 
at the ports during the period 1925-34. Information is also 
given showing the origin of imports and the destination of 
exports, as well as the origin and destination of intercoastal 
traffic, in the calendar year 1934. Copies may be obtained at 
35 cents each from the government printing office. 





ROCK ISLAND BUYS DIESELS 


Contracts for equipment sufficient to make up six new 
streamlined, diesel-powered trains have been let by the Chi- 
cago, Rock Island and Pacific, according to a statement issued 
by E. M. Durham, Jr., chief executive officer of the railroad, 
November 24. The contracts call for 20 stainless steel coaches 
and six diesel locomotives of 1,200 horsepower each. Two of 
the trains will consist of a locomotive and four cars each and 
the other four of a locomotive and three cars each. The longer 
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trains will each have a seating capacity of 212 passengers and 
the shorter trains 144. All cars will be fully air conditioned 
and equipped with radios. Delivery is expected about the mid- 
dle of 1937. 

The new trains will be known as the Rockets, recalling the 
original train run by the Rock Island between Chicago and 
Peoria in 1852, the locomotive of which was named the Rocket. 
The total cost of the six new trains will be more than $2,000,000. 

Mr. Durham also announced the purchase of 350 automo- 
bile cars at a cost of more than $1,000,000. They will be deliv- 
ered April 1, 1937. 

It was announced that the new Rock Island Rocket trains 
would operate between Chicago and Peoria, Chicago and Des 
Moines, Kansas City and Denver-Colorado Springs, and Kansas 
City and St. Paul-Minneapolis. The Chicago-Peoria and Chi- 
cago-Des Moines trains will each carry four cars and make a 
round trip daily. Two three-car trains will operate on the 
Kansas City-Denver run and two on the Kansas City-Twin 
City run. 

The Rock Island also announced the purchase of 35,000 
tons of 112-pound steel rail for delivery the early part of 1937. 
The cost will be approximately $1,273,000. 


I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Robert A. Ainsworth, Jr., New Orleans, La.; Louis 
T. Fletcher, Los Angeles, Calif.; Ralph Hastings, Tupper Lake, 
N. Y.; Jacob H. Jeffe, Chicago, Ill.; Frank L. Jones, Idaho 
Springs, Colo.; Millard B. Kennedy, Chicago, Ill.; Ralph R. 
Levy, Malone, N. Y.; Harry F. Manogg, Detroit, Mich.; Vincent 
J. Rogers, Washington, D. C.; Jerome B. Stone, Kansas City, 
Mo.; James F. Warden, Albuquerque, N. M., and Harvey C. 
Young, New York, N. Y. 


PENNSYLVANIA PASSENGER CHANGES 


Effective November 30, the Pennsylvania Railroad will op- 
erate a new train, the Flying Quaker, from Harrisburg to 
Philadelphia, Pa. The train will make the run in 1 hour 58 
minutes, leaving Harrisburg each week day at 8:00 a. m. and 
arriving in Philadelphia at 9:58 a. m. 

On November 29 the time of departure of the Duquesne 
Philadelphia-Chicago train will be changed to 2:05 p. m., an 
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Published by 
HORDER’S e Chicago 


Complete Line of Traffic Forms— 
Continuously Checked and Revised 
Against Latest Practices, Rules 
and Regulations 


e 
Shipping Department Supplies 


Every modern business need is sup- 
plied at Horder’s 11 stationery stores. 
Companies outside of Chicago, let 
Horder’s quote prices on your supplies. 


HORDER’S, Inc. 


Office Equipment 


MAIN OFFICE—JEFFERSON & QUINCY STS., CHICAGO 
ALL TELEPHONES — FRAnkiin 6760 


The Traffic World 
RARE. ate eS 


DETAILS OF 





Edison says this to responsible ex- 
ecutives and professional men and 
women: 

“Our records prove that when- 
ever and wherever an office has 
adopted Ediphone Voice Writing, 
the business capacity of its dicta- 
tors and secretaries has increased 
at least 20%, and often as much 
as 50%. Each case of increased 
capacity has been accompanied by 
a decrease in physical and mental 
effort. 

“So positive is Edison that the 
business capacity of your organiza- 
tion can be increased 20% to 50% 
—without in- 
creased effort — 
that we will place 
a new Pro-technic 


* WORLD-WIDE VOICE WRITING SERVICE & 
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Ediphone at your desk, and at the 
desks of anyone else in your office. 
Without disturbing your ordinary 
routine, you will have an oppor- 
tunity to learn how effectively 
Voice Writing speeds the flow of 
work . . . how it saves time... 
how it makes money for you. 
“Until you are completely satis- 
fied that Voice Writing ‘delivers,’ 
you pay nothing. You obligate 
yourself in no way! You can’t lose! 
THAT is the basis of the New Edi- 
son “You-Pay-Nothing’ Plan.” For 
further details of this astonishing 
offer, Telephone The Ediphone, 
Your City, or 
write direct to — 
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FREE PICK-UP 
AND DELIVERY 
SERVICE 


for Lackawanna Shippers 
and Consignees on less-than- 
carload Freight Shipments 


ALLOWANCE 


To Shippers and Receivers who prefer to handle 
their own shipments to and from freight stations 
an allowance of 5c per 100 Ibs. will be made. 


c.0.D. SHIPMENTS 


also handled at a nominal charge 


A telephone call to your Lackawanna Freight 
Station will start your shipment speedily and 
safely to its destination—to all principal points 
throughout the United States. 


LACK AWANNA 





HOW TO KEEP TIGHT 
CONTROL OF YOUR PRODUCT 


ae from plant to user 





@ To stand the gaff in transit... to withstand 
pilfering and damage ... and to arrive at 
the buyer's in A-No. 1 shape, a shipment 
should be reinforced. That's why thousands 
of shippers protect their packages with 
Signode Steel Strapping. 


And in addition to chis protection and as- 
surance that their packages will arrive just 
as they packed them, shippers using Signode 
System are showing profits in their shipp- 
ing departments, and Signode Packing En- 
gineers have been able to show manufac- 





lo give their products security in 
shipment and to cut shipping cost» 
the Southern Spring Bed Co. uses 
Signode Steel Strapping around 
packages containing the famous Red 
Cross Mattre . &prings, studio 
couches, and metal beds. 
tn eg, 











The Carlyle Tile Company of Coal- 
grove, Ohio, used to ship flat floor 


tile in a wooden crate with a 7 
end and three slats of 3/8’* wood on 
each side, reinforced and tied with 


13 gauge wires. Now a Signode steel 

strapped package is used and the 

savings amount to approximately l2e 

per package. In addition there is a 

saving in freight due to the elimina- 

tion of the two pound crate former- 
ly used. 


turers how they could cut 5 cents to $5.00 off the cost of each shipment. This 
naturally shows up on the company's books as an increase in net profit. 


May we mail you a copy of ‘Guide to Better Packing & Shipping Methods’? 


it's yours for the asking. 


SIGNODE STEEL STRAPPING CO. 


2613 N. Western Avenue, Chicago, Illinois 


364 Furman Street, Brooklyn, N. Y. 


SIGNODE 


451 Bryant Street, San Francisco, Calif. 


Better Packing 





Headgua rters 


Vol. LVIII, No. 22 


hour later than at present, with arrival at Pittsburgh unchanged 
and arrival at Chicago timed for 7:25 a. m. 

A new train will be put in service from Philadelphia to 
Pittsburgh to be known as the Keystone Express. It will leave 
Philadelphia at 12:18 p. m. and arrive at Pittsburgh at 9:50 p. m. 

Several additional changes in departure time from Chi- 
cago to conform to the return of that city to central standard 
time will also be made effective November 29. 





NEW SANTA FE PASSENGER CAR 


A new type of lightweight corten steel passenger car has 
been delivered to the Atchison, Topeka and Santa Fe, and will 
be used experimentally between Kansas City, Mo., and Em- 
poria, Kan., according to a statement by W. K. Etter, vice- 
president of the railroad, November 30. Although of standard 
size, the new car weighs only 98,000 pounds as compared with 
the weight of standard equipment of 160,000 pounds. It seats 
52 instead of 80 passengers. The remainder of the space is 
occupied by smoking and lounge compartments and washroom 
facilities at either end. The seats are of the reclining type. 
The car is air conditioned and is equipped with hydraulic shock 
absorbers, rubber insulation and wheels of special contour to 
give greater riding comfort. 





REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that the 
Brotherhood of Railway and Steamship Clerks, Freight Han- 
dlers, Express and Station Employes has been designated to 
represent the clerical and office employes, including telephone 
operators and station, yard and storehouse employes other than 
clerks, including foremen who do not exercise supervision 
through subforemen, of the Peoria & Pekin Union Railway Co. 

The National Mediation Board has certified that the 
Brotherhood of Railroad Trainmen has been authorized to 
represent yard foremen and yard helpers of the Pacific Rail- 
road Co., the contesting organization being the Order of Rail- 
way Conductors. 





Docket of the Commission 





NOTE—items in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too late to show the chang» in 
this docket will be noted elsewhere. 


November 30—Washington, D. C.—Argument: 
MC 50149—Application of C. M. Patman. 
MC 50262—Application of Ziphia Odell Clark for certificate. 
November 30—Salt Lake City, Utah—Hotel Utah—Examiner Koebel: 
27285—Ely Distributing Co. et al. vs. Bamberger Electric et al. 
November 30—New York, N. Y.—Hotel Pennsylvania—Chairman Mahaffie 
and Examiner Mohundro: 
27221—Investigation of the N. Y. N. H. & H. 
November 30—Boise, Ida.—Boise Hotel—Joint Boards 49, 175, and 174: 
MC 39063—Application of Union Pacific Stages, Inc., to extend its 
present operation. 
MC 86039—Application of W. D. Plunkett, Elko, Nev., for certificate. 
MC 50334—Application of O. A. Schwartz & Son, Twin Falls, Ida., 
for permit. 


November 30—Los Angeles, Calif.—Calif. Comm.—Joint Boards 75 and 
Examiner Croft: 
MC 13429—Application of Union Pacific Stages of Calif., Los Angeles, 
Calif., for certificate. 
November 30—Chicago, Ill.—Morrison Hotel—Commr. Porter and Ex- 
aminers Trezise and Rice: 
27365—Freight forwarding investigation. 


November 30—Kansas City, Mo.—Chamber of Commerce—Examiner 
Simmons: 
MC C-14—Mid-Western Motor Freight Tariff Bureau, Inc., vs. Rite- 
way Motor Service et al. 
November 30—Dayton, O.—U. S. Court Rooms—Examiner Maidens: 
MC 2042—Application of Moore Transportation Co., Inc., Dayton, 
O., for certificate. 
November 30—Washington, D. C.—Examiner Higgins: 
* MC-F 4—Pennsylvania Transfer Co. of Pittsburgh acquisition of con- 
trol of Alko Express Lines. 


* MC-F 6—Scott Bros., Inc., acquisition of control of W. G. corpora- 
tion. 


November 30—Jamestown, N. Y.—Federal Bldg.—Examiner Naftalin: 
MC 20987—Application of D. & H. Motor Freight Co., Jamestown, 
N. Y., for certificate. 


November 30—Loulsville, Ky.—Brown Hotel—Examiner Clifford: 
MC-F 125—Huber & Huber Motor Express purchase of certificate 
of Hulette’s Transfer Line. 
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Can you think 


of a better loeation 








than Peoria, Illinois? Fourteen trunk line 
railroads, serving your markets in ee of 
s 


the country, center,here.} They are all served 
by the P. &'P.'U.{Ry. § The same railroads offer 


fast deliveries from your sources of supply. 


Peoria has all of the advantages of a city— 
without the large city's disadvantages. It lies 
in a wonderfully attractive section of country. 
You have plenty of fresh water, fuel and raw 
materials close at hand. And if you are 





thinking of leisure hours, you have everything 
from golf to water sports, hunting and fishing— 
there is a lake at Peoria's door. 


Above all, when you are ready to go to 
market with your products there is the P. & P. 
U. Ry. ready to send your shipments quickly 
on their way to any part of the country, via a 
trunk line railroad. 


Come to 
Peoria, Illinois 


and the P. & P. U. Ry. 


For information write 


E. F. Stock, Traffic Manager, 
Union Station, Peoria, Illinois 


PEORIA ax» PEKIN UNION 
RAILWAY COMPANY 


Switching Service Between: 


Coste & fette Union Ry. Co. iMinols Central R. R. 
Atehison, Topeka & Santa Fe Ry. ael Guieests deen 
ices 4 Sy. nn Minneapolis & St. Louis R. R. 
Chien a tittnnle ania New York, Chieage & St. Louls R. R. 
Breage, “neck Toland ‘A Paslte Ry. Pennsylvania Raliroad 
Cleve., bin. Chi. & St. Leuls Ry. Peoria Terminal Raliread 

(Peoria & Eastern) Tolede, Peoria & Western R. R. 











on Holiday Rushes... 


Use Nation-Wide 


Railway Express... 


Traffic managers get quicker and more depend- 
able action from Railway Express service. The 
coverage is continental — 23,000 offices from 
coast to coast, border to border. With Air Express 
at 2500 miles overnight, and fast connections 
with express trains at key junctions, the conti- 
nent is under your thumb. You can reach practi- 
cally any consignee on your shipping lists at top 
speed and economical rates. Railway Express 
service is complete, with prompt pick-up and 
delivery in all cities and principal towns. Special 
attention to C.O.D’s. Just as fast, and prompt re- 
mittance. For quick, dependable holiday rush 
service, nothing takes the place of Railway Ex- 
press, and on regular business you frequently 
save literally days on deliveries. Arrange your 
holiday service schedules now with your Rail- 
way Express agent. 


RAILWAY EXPRESS 


AGENCY INC. 


NATION-WIDE RAIL-AIR SERVICE 
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TARRETT LEHIGH 
BUILDING 





Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and IIth and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 


IT HAS — 
® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


® Low insurance rates. 
® Live steam for manufacturing purposes. 
® Fast passenger elevators. 


® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 
center of Manhattan. 


Nationally-known concerns, already occupants of the 
building, have been able materially to lower their New 
York operating costs and at the same time increase 
their efficiency. You, too, can save here. 
Write or telephone for descriptive booklet. 
Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 601 Wes! 26th Street 
Telephone: CHickering 4-$520 
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December 1—Los Angeles, Calif.—Calif. Comm.—Joint Boards 5 and 47: 
MC 50451—Application of Maxson & Manahan, Inglewood, for permit. 
MC 31657—Application of Marvin R. Newton, Redlands, Calif., to 

operate as common carrier. 
MC 50554—Application of Marvin R. Newton, Redlands, Calif., to 
operate as contract carrier. 


December i1—Chicago, Ill.—Sherman Hotel—Joint Boards 135, 111 and 
Examiner Maidens: 
MC 36692—Application of Truman E. Baulos, Chicago, IIl., for 
certificate. 
MC 78162—Application of Carr Motor Service, Rock Falls, Ill. 
MC 86060—Application of Economy Transport, Chicago, Ill., for 
permit. 
December 1—Washington, D. C.—Director Sweet: 
Finance 10008—St. L.-S. F. reorganization. 
December 1—Washington, D. C.—Argument: 
MC 61616—Application of Missouri Pacific Transportation Co. 
MC 50041—Application of Fostoria Cartage, Inc., Fostoria, O., for 
permit, etc. 
Fourth Sect. Ap. 16383—Gasoline and kerosene to Suffolk, Va. 
December 1—St. Louis, Mo.—Coronado Hotel—Examiner Woodrow: 
MC 39925—Application of Hoffman Cartage Co., West Burlington, Ia., 
for certificate. 
MC 18730—Application of B. F. Moore, Blue Mound, IIl., for cer- 
tificate. 
MC 33415—Application of E. H. Hoffman Lines, Inc., St. Louls, Mo., 
for certificate. 
MC 35491—Application of St. Louis-Chicago Cartage, Co., St. Louis, 
Mo., for certificate. 
MC 67587—Application of E. H. Hoffman Lines, Inc., St. Louis, Mo., 
for permit. 
MC 67588—Application of St. Louis-Chicago Cartage Co., St. Louis, 
Mo., for permit. 
December 1—Rapid City, S. D.—Federal Bldg.—Joint Boards 26, 183, 
184 and Examiner Corcoran: 
MC 14348—Application of Gordon-Bellamy Distributors, Rapid City, 
S. D., for license as broker. 
MC 31980—Application of Gordon-Bellamy Distributors, Rapid City, 
S. D., for license as broker. 
MC 37383—Application of Black Hills Transportation Co., Rapid City, 
S. D., for certificate. 
MC 71574—Application of Black Hills Transportation Co., Rapid City, 
S. D., for certificate or permit. 
December 1—Mobile, Ala.—Cawthan Hotel—Joint Boards 100 and 98: 
MC 67308—Application of Monroeville Bus Co., Monroeville, Ala., for 
certificate and to extend operation. 
December 2—Idaho Falls, Ida.—Federal Bldg.—Examiner Olentine and 
Joint Board 29: 
MC 50543—Application of Alf Peter Olson, Idaho Falls, Ida., for 
permit. 
MC 61591—Application of McKay Truck Lines, Wilson, Wyo., for 
certificate and to extend present operation. 
December 2—-Washington, D. C.—Examiner Way: 
Fourth Section Application 16267—Canned goods from Gulf and south 
Atlantic ports. 
December 2—Washington, D. C.—Argument: 
27172 and Sub. No. 1—Home Oil & Refining Co. et al. vs. Ann Arbor 
et al. 
27367—-E. L. DeMers, Inc., vs. Ann Arbor et al. 
27234—-Joseph L. Osler, Receiver of Blackwood Coal and Coke Co., 
vs. Southern Ry. 
December 2—Los Angeles, Calif.—Calif. R. R. Comm.—State Bldg.— 
Joint Boards 166, 47, and 78: 
MC 8948—Application of Western Truck Lines, Ltd., Los Angeles, 
Calif., to operate as contract carrier. 
MC 43268—Application of Western Truck Lines, Ltd., Los Angeles, 
Calif., for certificate and extend present operations. 
December 2—Ft. Wayne, Ind.—U. S. Court Room—Joint Board 9: 
MC-F 126—Short Way Lines, Inc.—Purchase of rights of Central 
Coach Lines and Fort Wayne-Kalamazoo Coach Lines. 
December 2—Knoxville, Tenn.—U. S. Court—Examiner Schutrumpf: 
Finance 11318—Application of Southern Railway Co. for abandonment 
of Vasper-LaFollette Branch, Campbell county, Tenn. 
December 2 and 3—Washington, D. C.—Argument: 
MC 50020—Application of Jason W. House, for permit. 
MC 50031—Application of E. L. Peters Oil Co. 
MC 50032—Application of Charles William Fleek, Jr., for permit, etc. 
MC 50028—Application of Jacob Niederhaus, Lincoln, Neb., etc. 
MC 50024—Application of McGill Oil Co., Garland, Neb., etc. 
December 3—Washington, D. C.: 
Air Mail Docket 19—Postal revenue limitation on air-mall rates. 
December 3—Washington, D. C.—Argument: 
27268—A. P. Smith Manufacturing Co. vs. D. L. & W. et al. 
27309 and Sub. No. 1—Oil Well Supply Co. vs. Pennsylvania. 
27310 and Sub. No. 1—Flynn & Emrich Co. vs. Pennsylvania et al. 
27317—-Midvale Co. vs. C. R. I. & P. 
27328—Duquesne Steel Foundry Division of Continental Roll & Steel 
Foundry Co. vs. B. & O. 
27342—-Atlas Foundry Co. vs. D. & H. et al. 
27345—The Newnam Foundry Co. vs. C. C. C. & St. L. et al. 
27346—Fay & Scott vs. Me. Cent. et al. 
27348—Producers Core Sand Corp. vs. Mich. Cent. et al. 
27358—Bullard Co. vs. N. Y. N. H. & H. et al. 
27388—Hart-Carter Co. vs. B. & M. et al. 
27398—Industrial Silica Corp. vs. Erie et al. 
27406—Reed Foundry & Machine Co. vs. Reading et al. 
December 3—Washington, D. C.—Examiner Archer: 
1. & S. 4266—Class rates from and to Ky., N. C., Tenn., and Va 
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STEAMSHIP SERVICE 
PORT HOUSTON 





World Wide 


from 


96 Steamship Lines ply from 
PORT HOUSTON to the 
Ports of the world on depend- 
able schedules and all South- 
western Railroads offer fast, 
efficient service. 


Every facility for the quick 
dispatch of cargoes of all types 
and complete cooperation on 
any of your shipping problems. 


Houston offers many advan- 
tages. Investigate these when 
shipping to or from the GREAT 
SOUTHWEST. 


J. RUSSELL WAIT 
DIRECTOR OF THE PORT 








NEW YORK, 5 Broedwey 
BALTIMORE. Seeboord 
BOSTON, 75 State Street 


oe 


ATON ROUGE 1738 Government St 
nat LOuS, Rellwey Exchange Bide 


| MoonEMACK GULF LINES 


SEMI-WEEKLY SAILINGS 
PHIL ADELPHIA TO NEW ORLEANS 


WEEKLY SAILINGS 
From BOSTON, BALTIMORE, TAMPA to NEW ORLEANS 
From PHILADELPHIA end BALTIMORE to MOBILE 
From NEW ORLEANS to TAMPA, PHILADELPHIA, 

BALTIMORE NEW BEDFORD end 

MOBILE to NEW BEDFORD 

— TAMPA to te PHILADELPHIA end BOSTON 
Between NEW ORLEANS, HOUSTON end CORPUS CHRISTI 


MOOKE and McCORMACK, Inc., Agents 


bide NeW ORLEANS Bourse Bidg. 
AMPA, 512 E. Lefeyette Si. 
GO, 50 Bids DEMROW. olf, 36 56 Book Bids. 


BOSTON 
BOSTON end PHILADELPHIA 


ANS, Whitney Benk Bidg. 


ee Sion 


Bids. Notional 
CORPUS CHINISTI, Filaes Bias. MOBILE, Merchants Bank Bide. 
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RENTALAR 


l: MAY have taken six months to 
sell them, but when they have made 
up their mind to buy they want 
delivery “‘yesterday.”’ 


For rush shipments to replenish a 
distributor’s or dealer’s stock—or 
fill sudden orders—call on Union 
Pacific’s fast, dependable service and 
careful handling. 


The fact that 1251 Evans Auto 
Loaders have recently been pur- 
chased at a cost of over $660,000 is 
but one indication of Union Pacific’s 
progressive policy to furnish ade- 
quate modern facilities for the benefit 
of automobile manufacturers and all 
other shippers. 


R. R. MITCHELL, Freight Trafhe Manager 
Union Pacific Railroad 
Omaha, Nebraska 
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MC 86045—Application of William Quist and Chester Holten, Minne- | 
apolis, Minn., for certificate. 


December 3—St. Louis, Mo.—Coronado Hotel—Joint Board 135: 


MC 50347—Application of Oscar G. Johnson, Dorsey, Ill., for cer- 
tificate. 

MC 86034—Application of Lee Frymand and Son, Fredericktown, Mo., 
for certificate. 

MC 86141—Application of Raymond H. Klingenberg, Richview, IIl., 
for certificate. 

MC 86256—Application of Coy A. Jenkins, Alton, Ill., for permit. 


December 4—Concordia, Kan.—Federal Bldg.—Examiner Konigsberg: 


26007 and Sub. Nos. 1 and 2—Anderson Grain Co. et al. vs. A. T. & 
S. F. et al. 

16665 and Sub. No. 1—Southwestern Lumbermen’s Assn. et al. vs. 
A. V. I. et al. 

26059—-L. C. Adams Mercantile Co. et al. vs. A. T. & S. F. 


December 4—Washington, D. C.—Argument: 


BMC 2744—Application of Scott Bros., Inc., for permit. 


December 4—Los Vegas, Nev.—Hotel Sal Sagev—Jt. Bds. 78 and 168: 


MC 30633—Application of Las Vegas-Needles Staves Line, Las Vegas, 
Nev., for certificate. 

MC 50734—Application of Boulder Dam Bus Line, Las Vegas, Nev., 
for certificate. 












BOSTON, 
NEw ORLEANS, 
Los ANGELES HARBOR, | 
SAN FRANCISCO ano ST. JOHN, N. B. 
AND 
CUBA, JAMAICA, PANAMA, COLOMBIA, COSTA 
RICA, GUATEMALA, HONDURAS, BRITISH 
HONDURAS, NICARAGUA, EL SALVADOR 
also 
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December 3—St. Paul, Minn.—Minn. Comm.—Joint Boards 26 and 142: 





WEST COAST PORTS of CENTRAL end SOUTH AMERICA 
and MEXICO (tanshipment et CRISTOBAL) 


FREIGHT TRAFFIC DEPARTMENT 


New York........ Pier 8, Nerth River New Orieans..... 321 St. Charles St. 
Chieage...... ttt W. Washiagten St. St. Joha, N. B....H. E. Kaze & Ceo. 


ee am Whart tte Ractalde Neues Kine Withiom x 
Also regular weekly nger service (and “Guest Cruises”) 
to the West Indies and Caribbean. 


Southern Steamship Company 


( Pioneer Steamship Line to Houston ) 
OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Pa.; Norfolk, Va., 


and Houston, Texas 
SAILINGS? 
From Philadelphia ....... Wednesdays and Saturdays 
From Heuston te Philadelphia . Mondays and Thursdays 
Low Rates Quick Diepatch 


GENERAL OFFICES: 
1360 Broad Street Station Bidg., PHILADELPHIA, PA. 
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December 4—St. Louis, Mo.—Coronado Hotel—Joint Board 135: 
MC 74145—Application of Overnite Freight Service, St. Louis, Mo., 
for certificate. 


December 4—St. Louis, Mo.—Coronado Hotel—Examiner Woodrow: 
MC 13853—Application of N. E. Rosenblum Truck Lines, St. Louis, 
Mo., for certificate. 
MC 50954—Application of Davidson Truck Line, Wellsville, Mo., for 
certificate. 
December 4—Mobile, Ala.—Cawthan Hotel—Examiner Schutrumpf: 
Finance 11136—Application of M. & O. for. abandonment of Dawes 
Branch, Mobile county, Ala. 


December 4—St. Paul, Minn.—Minn. Comm.—Examiner Maidens: 
MC 50989—Application of D. E. Tracy Trucking, St. Louis Park, 
Minn., for permit. 


December 5—Denver, Colo.—State Comm.—Examiner Koebel: 
1. & S. 4271—Feed and service charges at Pacific coast stock yards 


NEW COMPLAINTS FILED 


No. 27566, Sub. No. 1, Nashville Bridge Co., Nashville. Tenn.. vs. L. & 
N. et al. 

Rates. steel plates, Fairfield. Ala.. to Nashville. fabricated there 
and forwarded to Van Buren. Ark., as steel box girders. in violation 
of sections 1 and 6. Asks new rates and reparation. (T. M. Hen- 
derson, practitioner, 403 Chamber of Commerce Bldg.. Nashville 
Tenn.) 

No. 27544. Sub. No. 1. Green River Valley Coal Co.. Inc., Henderson. 
Ky.. vs. C. B. & Q. et al. 

Rate. bituminous coal. mines in the western Kentucky group to 
Janesville. Wis.. in violation of sections 1 and 3. the undue pref- 
erence alleged being for shippers from southern [llinois. Asks 
new rate. (T. J. McLaughlin. counsel, 1010 Earle Bldg.. Washing- 
ton. D. C.) 

No. 27599. Booth & Olson. Inc.. Sioux City. Ta.. vs. © R & © et al 

Unreasonable charges, sand and gravel, Hawarden, Ia., to Water- 
burv. Neb. Asks waiver of collection of additional charges. (E 
I.. Peterson and P. R. Wigton, practitioners. Commerce Bldg 
Sioux City. Ia.) 

No. 27597, Stanolind Pipe Line Co., Tulsa. Okla.. vs. 4. T. & S. F. et al, 

Rates. wrought iron or steel pipe. Bristow, Okla.. to Chillicothe. 
Tll.. in violation of section 1. Asks reparation. (Clay Tallman, 
general atty.. J. L. Burke, t. m., P. O. Box 591. Tulsa. Okla.) 

No. 27598. Guv F. Atkinson Co., San Francisco, Calif., vs. O.-W. R. R. 
& Nav. Co. et al. 

Unreasonable rates, second hand contractors’ equipment, Azusa. 
Calif.. to Bonneville, Ore... and from Monterey. Calif.. to Bonne- 
ville. Asks reparation. (John Curry, atty., 595 Mission St., San 
Francisco.) 

MC-C 23. Sub. No. 3. American Carloading Corporation, Detroit, Mich.. 
vs. Great Central Transport Corporation. 

Rating. less than truckload, automobile parts, column 60. Detroit. 
Mich., to St. Louis, alleged to be unjust and unreasonably low in 
that it fails to provide adequate compensation to enable defendant 
to provide service under honest, economical and efficient -man- 
agement; also discriminatory and unduly preferential. Asks can- 
cellation of the rating and prescription of new rating. (H. F. 
Snure, pres., Detroit.) 





CLASSIFIED ADVERTISING 


« « RATES: $1.00 a Line, Minimum 3 Lines » » 





YOUNG MAN with sixteen years’ experience, a registered prac- 
titioner, now permanently employed as traffic manager, desires posl- 
tion with progressive company or commercial organization. Will fur- 
nish A-1 references on request. Address, Box FFQ-1, Traffic World, 
418 S. Market St., Chicago, Ill. 








YOUNG MAN, single, with 18 years’ experience, now employed 
as traffic manager, desires connection with organization covering broader! 
territory. Can furnish best of references. Address, Box FFT-1, Traffic 
World, 418 South Market St.. Chicago, Il. 








TRAFFIC MANAGER, industrial, 39, well rounded background: 
4 years’ railroad and 14 years’ industrial traffic experience; thorough 
knowledge of national distribution and warehousing problems, traffic 
surveys, motor carrier act, export, import, coastal, intercoastal ship- 
ping; twelve-year connection just ended by company liquidation; lo- 
cated in New York area but can move anywhere. Address, Box FFU-1, 
Traffic World, 418 S. Market St., Chicago. 


POSITION WANTED-—Lawyer, young, intensive experience in 
motor carrier law, including practice before I. C. C. and public service 
commissions, desires position. Address, Box FFYV-1, Traffic World, 
418 South Market St., Chicago, Ill. 


FOR SALE—Established warehousing and trucking business. Wil! 
sell in part or whole, building absolutely modern and fireproof. Equip 
ment consists of: Twelve trucks, all under P. S. C., also I. C. C. 
Grandfather Rights, etc. Modern carpet cleaning plant. No competitor. 
Activities centered around Schuylkill, Berks, Dauphin, Luzerne, North- 


umberland, Columbia, and Carbon Counties in Pennsylvania. Member 


of P. F. W. A., N. F. W. A., and A. V. L. Write McNees, Hollinger 
and Nurick, Attys., Payne Shoemaker Bldg., Harrisburg, Pa., or C. F. 
Muehlhoff, Atty., Pottsville, Pa. 


PRO! 
Loss 
MISC 
coo! 
FRE 
TRU 
WA" 
SHI 
AIR 
THE 
RAI 


DO! 
QUE 
PEF 
Dac 
DIG 





No. 22 


is, Mo., 


drow: 
- Louis, 


Mo., for 


mpf: 
| Dawes 


ens: 
S Park, 


« yards 


ms i. & 


dd there 
olation 
M. Hen- 
ash ville, 


iderson 


roup to 
ue nref- 

Asks 
Jashing- 


) et nal 
Water- 
res. (E. 

Bldg 


*. et al, 
licothe. 
allman, 
la.) 

ss me - 


Azusa, 
Bonne- 
t., San 


. Mich.. 


Detroit. 
low in 
fendant 
it -man- 
ks can- 
(H. F. 


iG 


d prac- 
es posi- 
Vill fur 
World, 


mployed 
broader 
. Traffic 


ground; 
horough 
, traffic 
al ship- 
ion; lo- 
FFU-1, 


-nce in 
service 
World, 


is. Will 

Equip 
btn G 
ipetitor. 
. North- 
Member 
follinger 
or C. F. 


December 5, 1936 


THE TRAFFIC WORLD 


Name Registered U. S. Patent Office 
Published Every Saturday By 


THE TRAFFIC SERVICE CORPORATION 


Copyright 1936, Traffic Service Corporation Thirtieth Year Member A. B. C. and A. B. P 
Dee ee enn nee Sn EE EKEIREEEenanaanainendmnenememnamnanaE 
£,F HAMM, Jr., President and Treasurer. HENRY A. PALMER, Secretary 


Editorial and Business Staff 
4. A. Ey be ma and Mana: J. H. SWEET, Circulation Manager 
RR. LETHEM Manager, Special Service Department, AE. HEISS, Chit 
Washington, D.C. aoineen Mow Bureau. 
Advertising Department—J. B. COX, R. W. CLASSEN, E. M. SoH 





418 S. Market Street 
CHICAGO, ILL. 


708 Earle Bidg. 
WASHINGTON, D. C. 





TABLE OF CONTENTS 


RE ane ye ect Pee, ns ee Ch ere. 
CURRENT TOPICS IN WASHINGTON...............-.5.5500-+.-- 1085 
DECISIONS OF THE COMMISSION 


Arkansas Rice Traffic Bureau vs. A. and R. et al.; No. 26430; 
also other cases joined therewith; rice (219 I. C. C., 5-60)... .1087 
Rice, southwestern rates; Ark. Rice Traffic Bureau vs. A. and R. 
et al.; Lake Charles Rice Milling Co. vs. A. and S. et al.; 
New Orleans Joint Traffic Bureau vs. A. and R. et al.; Mem- 
phis Rice Mill vs. A. and R. et al.; Beaumont Chamber of 
Commerce et al. vs. A. and R. et al.; American Rice Milling 


Co. vs. A. and S. et al.; Nos. 26430 et al. .1087 
Pooling of ore traffic in Wis. and Mich.; No. "26903 ; ‘also finance 
11025, C. M. St. P. and P. abandonment of operation........ 1087 
U. S. Public Service Co. et al. vs. B. and O. et al.; No. 27281; 
OP a PP a Sa ee ee ree ee 1088 
Williams Bros., Inc., vs. Alton et al.; No. 27294; contractor’s 
I os celta io cs eek ale Kas Alois 2 6.W athe Codd A cuRee es oe 2eG ue 1088 
Wagner, A., Construction Co. vs. C. M. St. P. and P. et al.; 
eR a ee Pe te ee ee 1088 
Smith Wood-Products, Inc., vs. Ann Arbor et al.; No. 27451; 
I a0 5 4 Biv ia as os na kwh Weatinndks Pw aanns a 1088 
Petroleum products from Ill. districts; fourth sect. ap. 16160. ..1088 
Ocean-rail rates to western points; fourth sect. ap. 15832...... 1088 
Sulphur, crude, to points in N. Y.; fourth sect. ap. 16234...... 1088 
Brown, James M., Co. vs. S. P. et al.; No. 27227; cattle........ 1088 
Automobiles to Okla. City-Ada-Atoka Ry. points; fourth sect. 
I a niin od aR AAA Adee eee Reka: + yleaben Sheba wid duis 1089 
Rosin to Cincinnati, O.; fourth sect. ap. 16400.................. 1089 
Cleveland-Cliffs Iron Co. vs. L. S. and I. et al.; No. 27390; wood 
RE. cu clea do ana eae ae wR eae anh ts faethe nant c19e0 beaded bese eum 1089 
Lincoln Chamber of Commerce et al. vs. B. and O. et al.; No. 
NE IES TE Ce REE ee he ee eee eee 1089 
Gasoline and kerosene from Panama City, Fla.; fourth sect. 
iy ns tit ee ete ee DemR hc Oaks eRe Ream as Rane noes kedeena 1089 
Cement to N. C. and S. C.; fourth sect. ap. 16342............... 1089 
Forest products from Montana; fourth sect. ap. 16434.......... 1089 
ES ee 
LOSS AND DAMAGE DECISIONS........... eee me ee 
MISCELLANEOUS TRAFFIC DECISIONS..................0000085 1093 
COORDINATOR’S RAIL LABOR REPORT...... piivinds awa 1095 
FREIGHT FORWARDING INVESTIGATION .....................1097 


TRUCK TRANSPORT WAGES AND WORKING CONDITIONS... .1101 


WATER TRANSPORTATION ............560cceeues ethee ales Oaueee 
rr ee 5g be cae eG s tak eenwaNeshs eh egns sae 
HUTS TRANG ORIT ATION oiiccce ce wcc ence meweccene seg secetescesevesse 1105 
I I) | a a hice wive aun ahi, «Akan Wie ook ie ee 
RAILROAD ORGANIZATION, OPERATION, AND TRAFFIC—Arti- 
a eee ere ; ir 1111 
mepereene OF THE TRAFIC CEIIEB...6. cc cccncccccccencsescccees 1113 
QUESTIONS AND ANSWERS .................5555- tan Wend ose 
PERSONAL NEWS AND NOTES...... as Scr 
DOCKET OF THE COMMISSION.... és got 35 wat ie ee 
DIGEST OF NEW COMPLAINTS , once ? ae 


THE WAREHOUSE GUIDE . fixesi naw ree 


The Traffic World 








= GRAPEFRUIT 


¥ I SE 25¢ j 


The shopping lists 
of Mrs. Jones and her neighbors in the 
East are of vital interest to fruit and 
vegetable growers in the West. House- 
wives hesitate to buy grapes, cauli- 
flower, or whatnot, unless they have 
that freshly picked appearance. And 
that’s where Union Pacific enters 
the picture. 

In routing shipments, 
take advantage of Union Pacific’s fast, 
on-time service and careful handling 
of perishables that assures their perfect 
condition when Mrs. Jones inspects 
them. 

One other point; stra- 
tegic location of important division 
points served by Union Pacific rails 
(see map below) makes it possible to 
divert merchandise to markets where 
local conditions make for better prices. 


R. R. MITCHELL, Freight Traffic Manager 
Union Pacific Railroad 
Omaha, Nebraska 


Union Bari fit Railroad 
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